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Ninth Annual Convention. 


We have heretofore published abstracts of the various re- 
ports presented to the Convention and of the proceedings, and 


now give a summary of the discussions. 


After the reading of the first committee report, that on Heat- 
ing, mating and ventilating cars, the discussion was com- 


mence( 


Mr. Parrripce said that it took a verymuch smaller open- 


ing than was commonly supposed to supply 1,000 cubic feet of air 


per minute to a car in motion; a small ventilator would do 


t. 
Mr. CHAMBERLAIN (Boston & Albany) said that he had 
two plans of ventilation; one was Mr. H. A. Gouge’s, and he 


thought that gentleman had better explain it at the opening of 


the discussion. 

Mr. Goucs, being called on by the Convention, then pro- 
eseded to explain his system, being aided by drawings. His 
idea of ventilation was to get air in from the outside, heating 
it in winter, pass it through the car and then pass it out. He 
had tried his system on an old car on the New Haven road, A 
large aperture was made under the hooding in front. When 
the car was in motion a current of air is injected into a tube 

asses down it and is discharged at the bottom, being heate 
in its passage. He could pass as high as 1,200 cubic feet of air 
per minute through the car without producing any current. 
fhe air 1s discharged at the floor, but it is exhausted at the 
ceiling. There are two outlets and one inlet. The heating 
apparatus is on the principle of a hot air furnace and the drafts 
a the fire are under perfect control, so as to secure an even 
temperature. He had taken a car at 10° and heated it up to 90°. 
Air could be injected at the sides as well as the front of a car. 

Mr. Forp (Little Miami) asked how it differed from the Speir 
warmer and ventilator, where the air was taken at the top of 
the car, passed around the stove and through an air-passage 
into the car. ‘ 

Mr. Gover said in this case the larger quantity of air was 
taken up from under the feet and the smaller from the top. 
The air came down through the tube and was sifted of all dust 
and cinders. It had to raise up to the top again before it 
could get out. The outlet was the nicest point of the whole 
thing; it was made so that it would not admit dust, cinders or 
rain. It had been tried of different sizes, and had a regulating 
valve which opened bya weight. There was no machinery. 
When the car was stationary the pressure of the heated valve 
was enough. An experiment was made to determine how much 
air per minute could be passed through a car without produc- 
ing a current. With two openings and a certain size of pipe 
he got 500 feet. The pipe was diamond-shaped, 11 inches 
round, The car was tried on a way and an express train. With 
two openings, all others being sealed up, he got 500 cubic feet 

er minute. By increasing the openings they could get up to 
,000 feet per minute. The pipe was made in funnel form, con- 
tracted downwards, so as to get a pressure. The expense of 
the apparatus would be from $400 to $500 per car. ‘The ar- 
rangement included a foot warmer passing along each side of 
the car. The apparatus took no more room than a Baker 
heater. He had tried various plans, and found that the hot air 
diffused itself very quickly through the car. He only used one 
furnace, which took up 41 inches. ‘The hoods were divided, 
but entirely distinct, working each way. ; ' 

Mr. CHAMBERLAIN, in answer to a suggestion that carbonic 
acid would not pass out of an opening at the top of the car, 
said that scientific authorities held that, while it was heavier 
than air, it would pass out at the top as readily as at the 
bottom. 

Mr. Gover said that he had his doubts. He had made a 
study of ventilation for 15 years and had made a great number 
of experiments and analyses of air in buildings, halls, cars, 
etc. In the course of experiments made by him in connection 
with the ventilation of the House of Representatives at Wash- 
ington, he found 100 per cent. more carbonic acid gas at the 
ceiling than at the floor, and 50 per cent. more in the gallery 
than at the floor. That had been his experience everywhere. 
In the famous grotto at Naples where carbonic acid gas is gen- 
erated in large quantities, a dog will be killed, but a swan can 
live because the gas lays on the floor and is not diffused. You 
can carry it in a Fat and pour it into another, but if it is left a 
short time it will diffuse itself through the air. There is a 
popular impression that the gas settles at the surface, but it is 
not correct. 

Mr. Davenrort asked whether in running with the heater at 
= back end of the car, the front end would not be uncomfort- 
ably cold. 

. GouGE said it did not prove so. He had tried it on the 
New Haven road last winter, the car being on a way train mak- 
ing frequent stops, the thermometer outside being as low as 
10’. With the heater at the rear end he had the temperature 
w > 92°, and there was only 3° difference between the two ends 
of the car, 

_On motion of Mr. Forp a Committee on Communications, con- 
sisting of Messrs. F. D. Adams and John Kirby, was here ap- 
pointed. The discussion was then continued. 

Mr. Krrpy said that Mr. Gouge’s statements did not agree 
with the committee report, which said that the carbonic acid 
gas could not be drawn out at the top of the car. 

Mr. CHAMBERLAIN said that the report stated that it must have 
some assistance, must be forced out. 

. Krrsy said that force was employed in a great many cars 
where it was claimed that the bad air passed off at the top. 
There was so great a difference of opinion that he did not su 
: i¢ that the Convention could recommend anything that would 

agreed to by all the members. 

Mr. Forney, being called on, said that the question was ina 
fair way to be solved. ‘This question of ventilation had been 
surrounded with more difficulty than it deserved. He thought 
that they had heretofore made a very simple mistake. ey 

undertaken to ventilate a car by drawing the air out and 

made no provision for letting itin. They had advanced so 

far that the mistake was seen. It made very little difference 
whether the air was exhausted or admitted at top or at bottom ; 
the point was to be sure that you did exhaust it and did admit 
it. ‘To ventilate a om yes must do both. A practical difficulty 
referred to, that of warming the air sufficiently in cold 

Weather. He had noticed that all ani men and women 
ieluded, had a great abhorrence of cold. To get thoroughly 
chilled is very deleterious to health, and when passengers fee 
(hilly, their natural instinct leads them to close the 
there which cold air enters or warm air 


th armth is of more importance than eair. To ventilate 
oroughly you must 


prennrny. t pure airand keepit warm. You 
ust have some arrangement for warming the air; you must 
ieep | enough to keep it fresh, and you must exhaust enough to 
> it pure. Any contrivance that would do those three things 
i. good enoug . He would not any specific plan, 

if mu leave it tothe ingenuity of the car builders, a 
have them comprehend the necessity of admitting enough 


out, for they feel 




















































They had cars ‘ fitt 
lating holes in each end and tubes to draw the air into the car. 
They could not keep ice in them; they had to renew the ice 
three times as often as in the cars where no air was admitted. 
The Fisher cars would carry ice three days. 


erator cars but to cars carrying 
but no ice. 









fresh air. There must be an eine to let itin; it was not 
sufficient to exhaust it only. me years ago, when he was 
connected with -the Illinois Central, they had a very effective 


system. He asked Mr. Snow, who was connected with that road, 
concerning it. 


Mr. Snow (Illinois Central) said they were still using that 
lan. They introduced the air through a revolving hood. They 
ed a stationary hood, but it did not letin enough air. They 
run the air through a common Howard stove; it goes down to 
the bottom, around the stove up to the top and then into a flue 
that leads along the —_ of the car. ey had no trouble in 
keeping a car warm. ey had to have a damper to close 
it off, to keep the ‘car from getting too warm. 
They had a plan that worked very well. There 
were four openings, 16x22 inches, on the top and at each 
corner, taking the air in at about 5 feet from the floor. These 
could be closed by a register. Then they had an air space 
under the seat, running along to the end of the car, where there 
was a large exhausting hood or top. That worked very well as 


.| long as it was taken care of and kept from filling up with cin- 


ders. They did have an iron water tank in connection with this 
at one time, but did not use it now as they found it impossible 
to keep it filled with water. As long as water was kept in it, it 
worked very well. 

_ Mr. CuampBer.atn asked if that was not Speir’s plan, except- 
ing the revolving hood. 

Mr. Snow thought it was just the same as those just shown, 
except that the latter hada register at every seat and an ex- 
haust opening. They used two stoves, at diagonal corners. 

Mr. Forney said it was the same as Speir’s system, except the 
revolving hood. He understood that with a fixed hood the 
draft is sometimes reversed; with the revolving hood there was 
no trouble. He thought the pociving hood was an important 
thing in any system. It should be substantially made. There 
was one at the Car-Builders’ Association rooms, made of cast 
iron, which he thought was good. 

; “Nagel said they used a galvanized iron hood and had no 
rouble. 

Mr. Forney asked Mr. Chamberlain what success he had had 
with ventilators in the front end of the car. They had a notice 
on them that if passengers wanted fresh air they must leave 
the ventilator open. He would li*e to know if that notice made 
any difference. 

. CHAMBERLAIN said they had had some trouble. If the 
ventilator opened a little hard passengers would take a stick 
or an umbrella to open it and would break the glass. The only 
complaint made is that there is too strong a current some- 
times. In another year that system would probably be im- 
~~ so as to diffuse the air more evenly. The systems of 

. Gouge and of Mr. Gates, of Boston, were, he thought, the 
only two in use that are entirely practicable. He thought they 
could get up a good system without using patents. € more 
he tried the easier he found it to ventilate a car, but he had to 
keep away from scientific men. 

The PresipenT said that he had been requested by several 
prominent men to ask members to present some system for 
ventilating freight cars carrying perishable freight. 

Mr. Hopxrys said that there was a difficulty about not using 
patents. As soon as anyone got a good system he applied for a 
patent, and he thought it was right. 

. CHAMBERLAIN said those who had done so heretofore had 
thrown their money away,; there was not a perfectly ventilated 
car in the ——. 

Mr. Kirpy had given some attention to ventilating freight 


cars. He thought that a car used for carrying meat or si 
freight did not need ventilating. The ventilation is caused 
within itself. Admission of air from the outside was a mistake. 


In the Fisher refrigerator car no outside air was admitted, and 


= could keep bread or meat in it a week and take it out dry. 


e warm air Higes, peenee over the ice, is cooled and descends. 
up temporarily last summer with venti- 


The Presipent said that the o— did not refer to refrig- 
it or other perishable freight, 


Mr. CHAMBERLAIN thought he had not misunderstood, Mr. 


Kirby had said that the ice will melt faster where outside air is 
admitted. He himself knew that by carrying truit in an ice- 
car where no outside air is admitted it will keep perfectly well, 
while in the cars formerly used, with openings for air, fruit 


would spoil in going only a short distance. 

The Prestpent repeated that his question referred to cars 
without ice. 

Mr. Apams thought the last speakers were both right. If 
they found fruit could be carried better with ice, then they 
ought to recommend that. He thought the best plan was a 
car made perfectly tight and kept cold. 

Mr, Hitprup thought this was a question of temperature. 
Sometimes closed cars became very hot in the day and retained 
that heat at night, when if ventilated they would cool off at 
night and decompose the fruit less a e drew his infer- 
ences from experiments he had made at home in the preserva- 
tion of fruit. The introduction of outside air melts the ice and 
raises the temperature. There were no offensive gases rising 
from the contents of the ice-car. He thought this matter of 
carrying fruit was a question of temperature alone. 

Mr. Horxms said that meat and fruits were kept a long time 
in hot countries. He thought that there were other questions 
besides temperature. 

Mr. Wixcox said that Mr. Montgomery, who was present, had 
great experience in this matter. 

Mr. Montaomery, being called on, said that he had invented 
a ventilating car many years ago. He had gu the subject 
much thought, especially with reference health. It is 

ry to ch the air in a car unless ice ia present. 
Moisture and heat together produce decomposition. Meat can 
be carried by exposure to the air, provided itis dry. Ina car 
the fruits emit moisture and that moisture — decompo- 
sition. If you have something to absorb all the moisture you 
can close up your car tightly; otherwise you must have a free 
circulation of air. He then spoke of the connection between 
health and ventilation. You must have py J of dry air, as 
free from carbonic acid as possible, both for the preservation 
of fruit and of health. 


Mr. M. ©. Anprews thought that whatever system they 
adopted for passenger cars could be used for freight cars also. 
If they had a car with a double casing and the air in the space 
between the casings could be changed while that in the inner car 
remained unchanged, it could be kept much cooler. He thought, 
therefore, that such a car would accomplish the object. 

Mr Warp asked whether running a ridge on the roof would 
not carry off the heat and gas when the car was standing still. 
The current of air ventilates it enough while the car is run- 
ning, but when it is standing still it gets Ng Ba and fruit or 
meat will decay rapidly. The ridge could used as a foot 
board and a ventilator and with an opening on each side the 
air would pass off and the heat escape, 


Mr. Montcomery said that with fruit, if we depended on air 





alone, we must have a free circulation ; if ice is used there must | Th 


be enough to coolall the air. He had seen a very fine arrangement 

for fruit from Charleston by steamer. In a large re- 

frigerator a circulation of air was kept up by a fan worked by an 

oscillating engine. They could not have such an apparatus in 

a car, hence more ice must be used. The moisture of the air 

should be aegpe om pony dry air introduced if it was too great. 
Mr. Gouae asked how it could be done. 


Mr. Monraomery said they must have a machine to force the 
air in and one to exhaust it, and they must be automatic. The 
motive power could be the moving train. The amount of air 
needed would depend upon the voiume of fruit and air. 

Mr. GouaE asked how much air would be needed to keep, say 
a ton of meat. 

Mr. Monteomery said it would take a column of air about a 
foot square, moving about 10 feet a minute. 

Mr. Govcs would not want to pay for the ice used in such an 
arrangement. 

Mr. Montaomery proposed to keep the meat without ice, by 
the circulation of air. A very simple arrangement could bo 
made in which very little ice would be used. 

The question was then put ona motion that the discussion 
be closed and the committee continued another year. 

Mr. CHAMBERLAIN did not want to serve another year. 

Mr. Forp hoped that the committee would serve. Th 
were eed that a better system of ventilation was need 
and that there must be some way of —~ and exhaustin 
the air. From what Mr. Chamberlain had said he thought thet 
he was on the track of improvements. He hoped the discussion 
would continue. i 

Mr. Grirrirx thought that the committee deserved their 
thanks, and that the old members could continue the work bet- 
ter than a new committee, : 

. CHAMBERLAIN said that unless the committee could have 
better support they could not do much. Only 14 answers were 
received to 500 circulars. every one would make some ex- 
periments and send the committee the results, they might get 
at something of value. 

Mr. Monrcomery said that they must not despise science. It 
could easily be ascertained how much air was needed. 

Mr. Hitprvup did not despise science, but thought that, as 
practical men, they should not despise the daily practical les- 
sons they received. 

Mr. Forp thought that much advance had been made, and 
hoped members would soapeat to Mr. Chamberlain’s sugges- 
tion. The time was rapidly passing, and they could not con- 
tinue the discussion longer 

The motion to close the discussion and continue the commit- 
tee another year was then carned. 
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United States Railroads in 1874. 





From advanced sheets of the introduction to “ Poor’s Manual 
of the Railroads of the United States for 1875-76,” which will 
be issued early next week, we copy the following : 


The preceding tabular statements present a full abstract of 
the share capital, indebtedness, cost, earnings, expenses, divi- 
dends, etc., etc., of the railroads of the United States in opera- 
tion during the year 1874. The total length of these roads 
whose operations are so reported was, that year, 69,273 miles, 
against 66,237 miles in 1873, 57,823 for 1872, and 44,614 for 1871. 
: C) aggregate ended oe eo at the close of their last 

scal years respectively, was $4,221,763,594, against $3,784,- 
543,084 for 1873, $3,150,438,057 for 1872, and’#2 664,627,640 fer 
1871. The increase of cost for the year over that for 1873 was 
$437,220,560, while that of 1873 over 1872 was $625,119,977. Of 
the total cost $1,990,997,486 was made up of share capital, and 
$2,230,766,108 of various forms of indeb ess, chiefly of bonds 
maturing at a distant day. The proportion of share capital to 
debt was as 85 to 100. e average cost per mile of all the 


roads was $60,425, against $57,134 per mile in 1873, $55,116 f 
1872 and $59,736 for 1871. - sannih 


The gross earn ings for the year were $520,466,016. Of this 
amount $379,466, were received for the transportation of 
freight, mails and merchandise, and $140,999,081 for transpor- 
tation of passengers, the proportion of the former to the latter 
being as 39.8 is to 100, e operating 5 oy for the year 
were $330,895,058, being 63.6 ay cent. of the gross earnings. 
The net earnings were $189,570,958, being 36.4 per cent, of the 
total. The gross earnings equalled 12.3 per cent. on the total 
cost of the roads, and the net earnings were 4.50 cent of the 
cost. The amount paid as dividends was $67,042,942, or 3,39 per 
cent. on the capital stock. 

: As compared with the preceding year the results were as fol- 
OWS: 











| De : | ——p, ——[Pividencs 
| Gross. Net. | . 
| Freight,etc. | Passengers. 
1874..... | $520,496,016| $189,570,958 $379,466,935 $140,999,081'$67,042,9. 2 
1873 .....| 626,419,935] 183,810,662] 389,035,608] 187,384,427| 67,120, 70y 














The ag earnings to an inhabitant were $12.32, against 
$12.80 for 1873, $11.63 for 1872, and $9.81 for 1871. The ratio of 
total mileage to population in 1874 was one mile of road for 
every 581 inhabitants, as against 582 for 1873, and 600 for 1872. 

The decrease was in consequence of the financial revulsion 
of 1873. That such a revulsion should occur was inevitable 
from the investments made in railroad enterprises far in excess 
of the provisions existing for their support. The pause in con- 
struction of these works (only 1,940 miles havin m opened 
in 1874, against au average of over 6,000 miles %, the five pre- 
ceding years), and the consequent withdrawal of the vast sums 
of money required for the construction of such an immense ex- 
tent of line annually, was fully sufficient to create great embar- 
rassment to all the interests, particularly to those engaged in 


the manufacture of iron. It is a gra fact, however, that 
the tonnage transported by the uring 1874 has ex- 
ceeded that — in the previous year. g that the 

eater portion of our industries have no material 


isturbance. 

The net earnings for the past year were $189,570, against 
$183,810,562 for 1873, ‘The redustion in the cost of aaetne 
our roads has been due in great measure to the decline in the 
prices of material of all kinds as well as of labor. 

The mileage of railroads in the New England group of States 
for 1874 was 5,617, against 5,808 for 1873 and fore for 1872. 
Their cost was $248,344,726, against $263,697,778 in 1873, and 
was made up of $137,125,915 of share capital and $111,218,811 of 
debt. Their average cost per mile was $42,862, againt $48,882 
for 1873. This agpenent decrease is caused by the omission of 
the Boston, Hartford & Erie Rai represen 500,00", 
If that amount be included the cost wculd be $270, and 
the cost per mile $48,397. Their gross carnings aoe 064,774 
against $51,676,688 for 1873. Of the earnings $27,952, 
were received for the transportation a freight, mails, etc., and 
$22,111,787 for the transportation of reen.- 


The pe 
age of earnings to the cost of roads was 20.16 fe 
‘The a earnings were $16,713,183, and equalled 6.75 cor pooh 
of such cost, The head of 


carnings populati, ualled 
$13.75, against $14.30 for 1 Pethe dividends | cumenied 


to $8,511,971, and equalled 6.21 per cent. on the total shaie 
capital. The ratio of total mileage to ion was one mile 
of line to every 671 inhabitan’ 1873. 

The mileage of the the Middle of States 
for 1874, was 12,874, arm 12,441 for 1873. 


$1,318,399,002, against $1,126, 702/107 for made 
of” #667, 904,001 (aly and #OOUAOL401" of dien?, 


ioe’ 38 vguinst, $194,052, 02 tor 1873. Of gross earning 
,438, aga’ lor 8 
$144,798,567 were received for the transportation of freight, 
mails, etc., and $41,699,871 for the transportation of 





The nen SoS n the cost of was 14.14. 
The net earnings were $70,188,972, and 5.32 per cent. 
of such cost, e earnings per head of population equalled 
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$16.95, against $18.00 for 1873. The dividends paid amounted 
to $37'600,154, and equalled 5.7 per cent.‘on the share capital. 
The ratio of total mileage to population was one mile of line 
to 769, against 772 for 1873. 

The mileage of the railroads of the Western Siates for 1874 
was 35,639 miles, against 32,973 for 1873. Their cost was $1,- 
972,177,844, against $1,730,728,234 for 1873, and was made up of 
$899,030,222 of share capital and $1,073,147,622 of debt. Their 
average cost per mile was 324 against $52,490 for 1873. 
Their gross carnings were $214,869,477, against $211,717,781 for 
1873. Of these $158,086,011 were received for the transporta- 
t.un of freight, mails, etc., and $56,783,466 for that of passen- 
gers. The percentage of gross 8 to the cost of the roads 
was 10,89. The net earnings were $75,546,695, and equalled 3.8 
per cent. of such cost. The owe r head of population 
eqnalled $14.17, against $14.38. for 1873. The dividends paid 
amounted to $16, “aT — 1.92 per cent. on the share 
capital of the roads. e ratio of total mileage to population 
was one to 445, against one to 406 for 1873. 

The mileage of the railroads of the Southern States for 1874 
was 13,505, against 13,908 for 1873. Their cost was $523,309,223 
against $509,324,106 in 1873, and was made ap of $213,974,148 
of share capital, and $309,715,075 of debt. eir average cost 
per mile was $35,978, against $36,772 for 1873. Their gross 
earnings were $52,259,241, against $53,696,409 for 1873. Of the 
earnings $34,782,286 were received for the transportation of 
freight, mails, etc., and $14,131,291 for that of passengers. The 
re.centage of the gross ings to the cost of the roads was 
9.9; the net earnings were $17,269,332, and equalled 3.3 
cent. on such. cost. The earnings per head of population 
equalled $4.55, opens $4.76 for 1873. The dividends paid 
ainouated to $1,068,455, and equalled yy bey per cent. on the 
share capital of the . The ratio of 
lation was 735. 

The mileage of the railroads of the Pacific States for 1874 
was 1,63), against 1,612 for 1873. Their cost was $159,332,709, 
against 3154,090,809 in 1873, and was made up of $83,112,600 of 
share capital, and $76,220,109 debt. Their average cost per 
mile was $39,981, against = for 1873. The gross earnings 
were $16,774,086, against $15,276,747 for 1873. Of the gross 
cara ss $10,478,961 were received for the transportation of 
f.cight, and $6,272,666 for the transportation of passengers. 
‘Th: perevntage of gross earnings to the cost of the roads was 
10.0; the net earnings were $9,852,776, and equalled 6.1 per 
cent. on the share capital. 

As already remarked, the say year has been the first, in the 
last fifteen years, in which the earnings of our roads have not, 
for auy year, exceeded those for the prec one. © cause 
is to be found not so much in the condition of the industries of 
the country as inits currency. The past two years have given 
boantiful crops. There never wasa period in our history in 
which there was such an abundance of the products of our soil 
and of our manufactures. In spite of all this the year has been 
one of unexampled dullness in every department of business 
an. trade, This undoubtedly has been due to the fear of em- 
barking upon enterprises, or of entering uj on long engage- 
mats, in the present condition of our currency. Although, 
with it as it is, a recovery from the present depression may be 
sneedily expected, the complete restoration of our ne ge y is 
n ,t to be hoped for until the currency is restored to the specie 
standard, Such now is the conviction not only of business 
men, but of nearly the whole community. The experience of 
the past is on a admitted to be a full answer to the 
advocates of the continuance of our present financial system, 
and some plan for its restoration must be speedily devised. 

The result for the og year, on the whole, cannot be con- 
s ‘leved an unfavorable one. The earnings of the roads were only 
$5, 53,919, or 1.1 per cent. less than those for 1873. They were 
$4,224,961, or 10 per cent. greater than those for 1872. They 
esceeded by $117,138,808 the earnings of 1871. These facts 
show how intimate are the relations which the railroad system 
sustains to the business of the country, how potent its influence 
in the development of its resources, and the firm foundation on 
which it rests. Previous to 1874 the annual ee of in- 
crease of coruings Se many years exceeded 10 per cent. those 
oc the one immediately previous. A similar rate of increase 
for the past year would have given an aggregate of earnings of 
about ,000,000. Such a result would undoubtedly have been 
reached but for the condition of our currency; that it was not 
reached is one of the many proofs of the penalty we pay for de- 
— the necessary reforms. 

uring the five years ending with 1873, 28,428 miles of new 
li1e were constructed. move S these were from 10,000 to 
1.,000 miles of what are termed land-grant roads. The con- 
s.ruction of these was camiee with extraordinary energy to 
prevent the lapsing of the lands granted, which was to take 
place et pe the roads were not built within a specified 
time. Such roads, with perhaps the exception of the Northern 
Pacific, have either been built or the grants have lapsed. No 
considerable extent of mileage, therefore, is likely to be con- 
structed for some years to come. The roads in operation, con- 
sequently, will receive the benefit of whatever increase of traf- 
fic takes place. 

The i largely chargeable with the excess of line not 
called for by any business want are the railroad companies 
themselves. A spirit of rivalry, or advantage to parties con- 
nected with these works, has led to the construction of a large 
extent of unproductive mileage. The great offenders in this 
direction are the Chicago & Northwestern, the Milwaukee & St. 
Paul, the Toledo, Wabash & Wes' the Michigan Southern, 
and the Erie. The Toledo, Wabash & Western and the Erie 
have in consequence been forced into liquidation. The Chica- 
go & Northwestern and the Milwaukee & St. Paul have proba- 
bly sacrificed the value of their share capitals upon wild and 
visionary schemes. 

It is greatly to be regretted that the Erie should again, for 
the or fourth time, be in the hands of a Receiver. The 
eifect, to say nothing of the suffe: and inconvenience to the 
holders of its bonds, is to cast an undeserved discredit over our 
whole system of railway management. It should be remem- 
on ae that the three other great companies whose 
lines have a ar relation to the internal trade of the coun- 
try, by connecting its great interior basin with tide water, and 
whose routes, especially those of the Pennsylvania and Balti- 
more & bse ge no advantages over that of the Erie, have 
been uniformly successful, Paying, almvost for the whole period 
they have been in operation, divide 
the usual rates of interest. 


Although there was’a slight decrease in the gross earnings of 
1874 from those of 1873, the net earnings were somewhat greater. 
This increase has been due, in part, to the better systems of 
management, and to the reductions that have taken place in 
the price of labor and all kinds of material. As prices lower 
than those which have prevailed for years past must rule for 
several years to come, there can be little doubt that the pro- 
portion of net earnings to gross will continue toinc“ease. Not- 
withstanding, therefore, the defaults that have taken place in 
the payment of interest, an encouraging Wew should be taken 
of this one investment, as there is none other so firmly ground- 
ed in the necessities and habits of human life. © great 
crisis in our railroads previous to that which has just been suf- 
fered occurred in 1857-58. At chat time the railroad system of 
the country was only partially completed. The traffic of each 
r consequently, was mainly restricted to that 
of its own route. At the present time our lines 
form a vast and _ complete aren, so that not 
only is — section of the country accommodated, bur 
roads in portions of it most widely separated contribute largely 
to each other’s traffic. The per head of population, 
consequently, are now five times greater than they were in 


tal mileage to popu- 


mds considerably exceeding 





1858. Our foreign markets have, in the meantime, been im- 
mensely cnlarget, and these are not subject to the fluctuations 
which attend ourown. ‘These are some of the causes which 
have maintained the earnings of our roads during the prevail- 
ing depression up to their present high figures, which far ex- 
ceed those for any previous year, —— 1873. We do not look 
for any considerable falling off in 1875. The tonnage of our4 
roads for 1874 was very nearly or fully equal to that of 1873, 
while that for 1875 is likely to exceed that of the past year. 
Should there be a speedy restoration of specie payments, we 
have every reason to believe that the rate of increase of the 
earnings which for the past ten years has equalled annually 
fully one dollar per head of our whole population, will be in- 
definitely maintained. 





Baltimore & Ohio Standard Rails and Splices. 





We publish this week a full page illustration of the standard 
rail sections now used on the Baltimore & Ohio Railroad. It 
will be seen that the officers of that Company still adhere to an 
old form which has now been abandoned by nearly all leading 
roads. This indicates one of two things, either that the 
engineers of other roads have been to some extent mistaken in 
the reasons which led them to adopt rail sections which differ 
so radically from the old form known as. the “ Erie pattern,” to 
which that used by the Baltimore & Ohio Railroad approxi- 
mates, or else that the Baltimore & Ohio ig in this respect not 
up to the progress of the times. In the Gazette of February 6 
of this year we published an engraving of the new standard 
rail section and splice adopted by the Erie Railway, and 
which differed from the old pattern in having a deeper and 
thinner web, and having a shoulder under the head which 
stands at an angle of only 15 degrees, with a horizontal line, 
so as to afford a goo. bearing for the fish-plates. The Penn- 
sylvania Railroad has also adopted a section very similar to 
this new Erie pattern, 82d of which we will soon publish en- 
gravings. 

It will also be seen that on the Baltimore and Ohio road 
a long wooden splice is used. This is bolted to the 
outside of the rail, and a shorter iron splice or fish- 
bar on the inside, with a joint-plate under the rail joint. On 
the lighter or 64-pound rail the iron bar is. fastened with two 
bolts only, while on the heavier or 72-pound rail it is fastened 
with four bolts. The wooden splices are spiked down on the 
cross-ties with long spikes shown in the engraving. The other 
details of construction are shown so clearly that further descrip- 
tion is unnecessary. These forms of rails and splices have, it is 
said, worked more satisfactorily on that line than rails with 
deeper and thinner webs. Whether this was due to the advan- 
tages of the forms we have illustrated, or to the imperfections of 
the other rails we are unable to say, but are inclined to believe 
the latter. These forms are used for both iron and steel rails on 
the road referred to. We hope, from time to time, to publish 
illustrations of this kind, so as to give our readers the latest 
and most approved practice in this important department of 
railroad construction. 








Rapid Transit in New York. 





In the phraseology of the daily papers, it is now thought 
that rapid transit in New York City has been made “an as- 
sured success” by the passage of what is known as the “ Husted 
bill” and another entitled “an act to authorize the New York 
Elevated Railroad Company to finish its railroad in the city of 
New York and to regulate the construction, operation and man- 
agement thereof.” Both these bills have recently been signed 
by the Governor and have therefore become laws. Of the 
first we gave a somewhat incomplete abstract in 
the Gazette of ~ 29. is b rovides that 
on application of fifty reputable householders and tax- 
a that there is needin the county of a steam railway for 

he transportation of passengers, mails or rear the super- 
visors may appoint five commissioners who sha take oath and 
give security in the sum of $25,000 for the faithful performance 
of their duties. The duties of these commissioners shall be to 
determine upon the necessity of such railways, the route for the 
same excepting Broadway, and Fifth avenue below Fifty-ninth 
street and Fourth avenue, above Forty-second street, in New 
York, and such portions of streets and avenues as are either oc- 
cupied or designated by an elevated or a railway, and 
also all grounds occupied by public parks, or buildings belonging 
to the State or the Unit States, provided that 
the consent of the owners of one half the value of 
the property bounded on, and the consent also of the local 
authorities having the control of that portion of a street or 
re ory | wee which it is proposed to construct or operate such 
a road be first obtained ; or in case the consent of such prop- 
erty owners cannot be obtained, then the determination of 
three commissioners appointed by the General Term of the 
Supreme Court shall be taken in lieu of such consent. 

The Commissioners shall invite publicly the submission of 
plans for such road and shall decide upon the plan to be 
adopted, determine the time in which it is to be completed, fix 
the rates of fare and the amount of capital stock. ey shall 
also determine upon the plan of organization of companies for 
building rapid transit roads. 

The bill also specifies the manner in which a company may 
acquire and hold real estate. It authorizes every corporation 
formed under the act to cross, intersect, join and unite its rail- 
road with any other railroad before constructed, to enter upon 
and underneath the several streets and avenues, but prohibits 
“the construction of a railway crossing the track of any steam 
railway now in actual operation at the e thereof, or the 
erection v piles or sw Sor any elev railway upon a rai- 
way track now act hg Ate Dg te . 

e bill also provides that “every such corporation shall 
furnish sufficient accommodations for the transportation of all 
such passengers and pocperty 4 shall within a reasonable time 
previous to the starting of a train be offered for transportation.” 

Section 36 provides that whenever the route or routes deter- 
mined upon by the said commissioners coincide with the route 
or routes covered by the charter of an existing corporation 
formed for the purpose gee for by this act, provided that 
said corporation has not forfeited its charter or failed to com- 
ply with the provisions thereof requiring the construction of a 
road or rodds within the time prescribed by its charter, such 
corporation shall have the like power to construct and operate 
such railway or railways, upon fulfillment of the requirements 
and conditions imposed by said commissioners as a corporation 
specially formed under this act. 

Each commissioner shall receive $10 for each day of actual 
service, to be ek | the company; but if a sufficient amount 
of capital stock shall not be subscribed within one year after 
the appointment of such commissioners to authorize the forma- 
tion of such corporation, the commissioners shall receive no 
salary, and shall cause to be returned to the subscribers for 





said stock the amount paid in by them, after deducting there- 


from the necessary expenses incurred by said commissioners, 
Any commissioner may be removed by the Governor for cause, 
St. Nicholas avenue and the streets or avenues known as boule- 
vards are also excepted from the provisions of the bill. 

The second bill, which refers specially to the New York Ele- 
vated Railroad Company, authorizes the continuance of the com- 
mission appointed under a previous law, and permits the 
company to change the location of the line or route; from some 

int at or north of Ninety-ninth street to the Harlem River, 

he said line may be changed and located along such streetg 
and avenues west of the westerly line of Eighth avenue, that 
the company may adopt and commissioners ~~ It also 
authorizes the company to collect ten cents fare for any dis- 
tance of five miles or less, and not exceeding two cents for each 
mile or fractional part thereof, in addition thereto, providi 
this change of fare shall receive such consent as is requir 
by canes legislation, which is that of the Mayor and Comp- 
troller of New York City. 

It will thus be seen that it rests with the Mayor and Comp- 
troller to determine whether the rates of fare on the present 
elevated road shall be higher than that which this company is 
now authorized to collect. 

Three different petitions have already been presented to the 
oe pd asking for the appointment of boards of commissioners. 
and the New York Elevated Railroad Company has just issu 
a circular (given elsewhere) asking for proposals for the con- 
struction of the upper end-of their road to the Central Park, 








RAILROAD LAW. 
Liability of Oompanies for Assaults on Passengers by 
Employes. 

In the case of Hanson against the European & North Ameri- 
can Company the Maine Supreme Court holds that railroad 
companies, as well as other common carriers, are responsible 
for the misconduct of their servants and for assaults and bat- 
teries by them, committed peed mee gs gt without justifica- 
tion. Ifthe servant be first assaulted, he may defend himself 
and may use sufficient force to overcome any unauthoriz 
opposition to his proper performance of any duty; but the as- 
sault being over, or the resistance ended, he cannot pursue 
and punish the wrongdoer, and will make himeelf and the car- 
rier both liable if he does so. He who seeks to justify a prima 
facie case of assault must show that no more force was used 
than was suited in kind and degree to the exigencies of the 
occasion, or the rigs fails. Disobedience to the rules 
of the company, a passenger, will justify the carrier in 
refusing to carry him further; but not in maltreating him 
while continuing to perform the contract for his conveyance, 


Corporation Mortgages in Pennsylvania. 

The Philadelphia Railway World of June 19 says: ‘ Prior to 
1862, in the Montour company’s case, the Supreme Court of 
Pennsylvania held that there was no equity jurisdiction in any 
of the courts of Pennsylvania to foreclose a corporation mort- 
gage. In 1862 the Legislature passed an act which provided 
that the Supreme Court shall have the powers of a court of 
chancery in cases of corporation mortgages. The new consti- 
tution in its judiciary article limits the jurisdiction of the Su- 
preme Court to cases of injunction when a corporation is a 
party defendant. It is manifest, therefore, that unless the 
Supreme Court has jurisdiction under the head of injunction 
to foreclose a mortgage, there is no jurisdiction in any of the 
courts of the commonwealth to accomplish that result. Coun- 
sel for the trustees (Samuel G. Thompson), in drafting the bill 
in the case of Fargo et al. vs. Oil Creek & Allegheny River 
Railroad, prayed for a special injunction, and claimed that un- 
der a well-settled wo ay of equity practice, the court having 
obtained jurisdiction for the purpose of injunction, would re- 
tain jurisdiction for all purposes, including that of foreclosure. 
The Supreme Court, however, has taken a strict construction 
and limited its jurisdiction to injunctions only. ‘It will be 
seen, therefore, that it is necessary that legislation shall be 
obtained to cure this singular omission on the part of the Con- 
stitutional Convention.” 


Lien of a Contractor on Mortgaged Premises. 

In the case of Sidney Dillon against Barnard and others, As- 
signees in bankruptcy of the Boston, Hartford & Erie Company 
and trustees under the mortgages, in which Mr. Dillon sued to 
recover for work done on the road after the partial bankruptcy 
of the company and under charge of the trustees, the Uni 
States Supreme Court, on or from the Circuit, recently de- 
cided that a demurrer to a bill in equity does not admit the cor- 
rectness of the averments as to the meaning of an instrument 
set forth in, or annexed tothe bill. That to create for the future 
services of a contractor a lien on the particular funds of his em- 
ployer, there must be not only the express promise of the em- 

loyer to apply them in payment of sch services upon which 
The contractor relies, but there must be some at of paper 
tion on the part of the employer relinquishing control of the 
funds, and conferring upon the contractor the right to have 
them applied when the services are rendered. {n an indenture 
of mortgage executed by a railroad corporatio 1 to trustees to 
secure bonds issued to raise moneys to pay off its existing in- 
debtedness and to complete and equip its road, the corporation 
covenanted with the trustees, among other things, that the ex- 

enditure of all sums of money realized from the sale of the 
Conds should be made with the approval of at least one of the 
trustees, and that his assent in writing should be aneney” 
all contracts made by the company before the same should bes 
charge on any of the sums received from such sales. It is held 
that a contractor agreeing with the corporation to constructs 
portion of the conti, and obtaining the assent of two of the 
trustees to his contract, and subsequently doing the work, did 
not acquire any lien for the payment of his work under this 
covenant of the indenture on the funds received by the corpora- 
tion from the bonds. 


Obligation of a Railroad Company to Take Precautions 
st Fire. 

In the case of Salmon against the Delaware, Lackawanns & 
Western Company, recently, the New Jersey Supreme Court 
held as follows : : 

A railroad company is bound to keep its track and contiguous 
lands clear of materials likely to be ignited from sparks issu- 
ing from its locomotives properly constructed and driven. ed 
ne person owning land contiguous 1o a railway is not ob 
to keep the leaves falling from his trees from being carri . 
the wind to such railway ; nor to keep his lands clear of leaves 
or combustible matter ; nor on failure to perform such act a 
he become contributory to the production of a fire originating 
in the carelessness on its own lands by the railroad company. 


Invahdity of the Needham Oar Wheel Patent. <. 
In the suit of Needham against Washburn for alleged 
fringement of patent, the United States Circuit Court for 4 
sachusetts decided, some months since, that there was a 
fringement, as the apes was not valid. Needham’s pes 
for an improvement in casting steel-tired car wheels jen a the 
sisted in pouring the molten iron into the mold (wot be aes 
steel tire has already been placed) through a number 
in the circumference instead of one hole in the —_ ced 
in the weld between the cast-iron center ond * e 
tire without using a flux. The Court held that bo tentable 
were for old and common devices, which are not Pa od by 
and one of which, at least, had been tried and abandon 
the defendant. 
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TANDARD RAIL SECTIONS AND RAIL SPLICES, USED ON THE BALTIMORE & OHIO RAILROAD. 
JOHN L, WILSON, Master of Road, 
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Editorial Announcements. 


Addresses.— Business (elters should be addressed and drafts 
made payable to THE Rartnoap GazetTe. Vommunications 
for the attention of the Editors showd be addressed Eviron 
RatLgoaD GAZETTE. 


Centribations.—Subscribers and others will materially as- 
sist us in making our news accurate and complete if they will 
send us early information of events which lake - A under 
their cbeorealion. as changes in railroad officers, organi- 
zations and changes of companies, the letting, progress and 

ion of contracts for new works or important improve- 

ments of ones, experiments in the construction of roads 
and machi and wn their management, particulars as to 
the business of railroads, and suggestions as to its improve- 
ment. Discussions of subjects ‘ining to ALL DEPARTMENTS 
of railroad business by men proctor cogeatetes with them 
are especially desired, Officers will oblige us by forwarding 

early copies of notices of meetings, elections, a 

and e 

be pu 


ippointments, 
ly annual reports, some notice of ali of which will 





Aivertisements.— We wish u distinctly understood thal we 
will entertain no proposuion to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our edi columns ouR own opinions, and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machinery, supplies, 
fnancral schemes, etc., to our readers can do so Hiuy in our 
advertising columns, but it is useless to ask us to reconsmend 
them editorially, either for money or in consideration of adver- 
tising patronage. 








WHERE, AND WHY? 





The question which every railroad manager is now 
obliged to study more carefully than any other is, whether 
the business under his charge is conducted as economi- 
cally as is possible. The only way to determine this is to 
know in the first place what the actual cost is, and in the 
next to compare that cost with the expenses of previous 
years or on other roads. In an article which we published 
two weeks ago under tlie same heading as this, we at- 
tempted to show that with the ordinary methods of keep- 
ing accounts such a comparison is by no means easy or 
satisfactory. For the purpose of having an actual illus- 
tration we will select figures from one of the reports— 
which we have so frequently had occasion to commend— 
of the Louisville & Nashville Railroad. The report of 
1872-1873 is the one before us, and will answer as well as 
any other for our illustrations. - From this we find that 
the total cost of repairs for passenger locomotives was for 
the entirs year $108,526.08 and for freight locomotives 
$152,020.34. If now we ask the question whether this is 
much or little, we find the answer is notatall plain. Ot 
coirse it might be compared with these same expenses 
of a previous year; but if the amount of traffic the 
year reported was more or less than the previous 
year, it would influence the aggregate cost of 
locomotive repairs. We might make a calculation 
of the percentage which the locomotive repairs bear 
to the gross receipts, but if we do this the percentage will 
depend upon the rates of fare and freight. That is, if the 
rates are high, the cost of repairs will beara smaller pro- 
portion to the gross receipts than if the 1ates are low. In 
other words, as the tates increase the percentage of ex- 
penses will diminish, and if the rates are lowered, the per- 
centage will be greater, so that such a calculation will not 
be a safe basis of comparison. Another method which has 
been adopted by the Like Shore & Michigan Southern 
Railway Company, and to which we have heretofore re- 
ferred, is to calculate the percentage which the different 
expenses bear to the total expenses of operating. In the 
report of that company for the year 1873 the total cost of 
locomotive repairs—that is both passenger and freight, 
which are not kept separate—is 5.82 per cent. of the total 
operating expenses. On the Louisville & Nashville road it 
is 6.388 per cent. —the heavier grades of the latter road be- 
ing sufficient reason for the difference. 

This method of estimating gives us, however, only a 
relative comparison. That is, it shows what any one of the 


expenses is in proportion to the rest, but not in proportion 
to the actual service performed. Thus supposing that by 
careless management all the expenses of the Lake Shore 
road were increased ten per cent., the cost of locomotive 
repairs would still be 5.82 per cent. of the total expenses, 
and therefore such a comparison might not excite a sus- 
picion that they all were in reality ten per cent. greater 
than they should be. 

Another standard of comparison, which is very common, 
for locomotive and s»me other expenses is the cost per 
train mile. We have heretofore pointed out how very 
misleading this is. Thus if the cost of fuel is estimated 
in this way, it is only necessary to divide up the trains 
and haul very few cars with each train to reduce the cost 
per train mile to a very low figure, and this is exactly what 
has been done on many roads by those who were responsi- 
ble for the cost of locomotive service. 

Avery much better pl:n, and one which, at least so far 
as locomotive exp: nses alone are concerned. is to estimate 
the cost per car per mile hauled. This method of estimat- 
ing locomotive expenses has, we are informed, recently 
been adopted on the Chicago, Kurlington & Quincy Rail 
road, and has been employed for a number of years on 
other roads. Its effect is to induce those in charge of the 
motive power to haul as heavy trains as pussible, be- 
cause by that means the cost per car per mile 
will be less than if the trains are composed of 
a smaller number of cars. But,-while this is a 
safe plan to adopt for the Locomotive Department alone, it 
is not an accurate measure of the useful work performed on 
the road. The ultimate object to be a tained by operating 
a@ railroad is the carrying of paying passengers and freight. 
If the cars which are hauled are not filled either wi h 
people or commodities for the carrying of which the com- 
pany receives pay, it does not. matter how cheaply they 
are hauled, it is not profitable to the company. In other 
words, the only service which has ultimate value to a rail- 
road is the carrying of passengers and freight which pay 
for being carried. It is ordinarily the only service whic’: 
is saleable, and therefore the final estimate of the cost of 
operating should be based on that of carrying a ton of freight 
and a passenger one mile. It is just as misleading to esti- 
mate the final cost of operating a railroad by the cost per 
car per mile hauled, as it would be for a cotton or woolen 
manufacturer to estimate the cost of producing cloth by 
the cost per pound of working up the raw material. In 
both cases no allowance is made for the waste resulting 
from hauling empty cars on the railroad, and of that of 
the raw material in the processes of manufacture. The 
loss from these sources may be so great on the railroad, on 
the one hand, and in the manufactory, on the other, as to 
make the transportation on the former and manufacturing 
in the latter unprofitable. It is, therefore, evident that 
the only true standard with which the economy of operat- 
ing railroads should be measured, is that of the cost of 
performing the service which is saleable—that is, carrying 
freight and passengers. Taking now'the cust of freight 
and passenger locomotives given above, and referring to 
the amount of service performed and given in the same 
report, we find that 177,399,717 tons of freight, and 
43,466 038 passengers were carried one mile, so that the 
cost of repairs of freight engines was .008569 cents, and of 
passenger engines .024968 cents per ton of freight and per 
passenger per mile respectively. Of course, a similar cal_ 
culation would enable us to determine the cost per ton and 
per passenger per mile of all the other items of expense. 
To do this, however, the amount of treight and number of 
passengers carried one mile must be known, and the cost 
of repairs of passenger and frvight engines must be kept 
separate. If the same method is applied to freight and 
passenger cars the cost of their repairs must also be kept 
separate. The same thing is true of some other expenses. 

This method of estimating expenses, while it would af- 
ford an accurate standard of determining the cost of oper- 
ating a railroad, would nevertheless, as already indicated, 
only show the results and might not point out the cause. 
Thus, supposing that after estimating, in the way that has 
been explained, the cost of operating a road, that when 
the final estimate is made it is found that the cost of say 
fuel or locomotive repairs is too high per ton or passenger 
mile. The next question would, of course, be what is the 
cause? As we have explained, cars may be hauled over a 
road at a very low cost per car per mile, but if the cars 
are not filled with paying freight it will not be profitable 
to the company. But when the locomotive superintend- 
ent has shown that he has hauled the cars at a low cost per 
mile run, his responsibility ends The distribution 
or handling of the cars is under the control, or should be, 
of the transportation department. Now in order to tell 
whether the cars on a road are handled to advantage, it is 
necessary to know the number of miles run in proportion 
to the number of passengers and tons cf freight carried 
one mile. Thus, the total number of miles run by freight 
cars during the year recorded in the report of the Louis- 
ville & Nashville Railroad already referred to was 29,277,- 
473. By dividing this intothe number of tons of freight 
carried one mile, we find that the average amount of 
freight carried per car per mile was 6.06tons. The num- 
ber of miles run by passenger cars, including sleeping 





cars, but excluding baggage, postal and express cars, wag 
3,732,739, from which, and the number of passenger 
miles a similar calculation shows that the average number 
of passengers carried per car per mile was 11.74. In both 
these calculations the mileage of cars on foreign roads hag 
been deducted from the total mileage, which of course 
should be done in an estimate of this kind. It is evident 
that such figures will afford an absolutely certain stand- 
ard of comparison of the operation of this branch of the 
service during one year with that of others. 

In the last annual report of the Lake Shore & Michigan 
Souttern Railroad it is stated that the expenses of opera- 
ting that line had been very largely reduced by increasing 
the average train load from 60.7 passengers in 1873, to 68,7 
in 1874, and from 136 tons of freight in the former year, to 
159.4 in the latter. There is still much difference of 
opinion regarding the most economical size for freight 
trains. It is, however, certain that the cost is very much 
reduced up to a certain point, by increasing the number of 
cars hauled. Mr. Hayes made some experiments on the 
Illinois Central Railroad some time ago, to determine the 
amount of coal burned in running an engine and tender 
alone over a part of that line. The averageamount burned 
per mile, as shown by these experiments, was 21.8 lbs. per 
mile run. Now this much fuel must always be consumed 
in running an engine over a road before any useful work is 
done by hauling cars. If but one car is drawn, the whole 
amount of fuel consumed in moving the engine and tender 
alone must be charged to that car, but if the train consists 
of forty cars, only one-fortieth of the coal consumed in 
running the engine and tender alone is charged to each 
one. This cost, and besides this the train service and other 
expenses, are less per car per mile in inverse proportion to 
the size of the train. It therefore becomes very important 
to know whether the average train is of the most economi- 
cal size. 

Whether it is more economical to run some engines as 
many miles as possible and lay up others in case all are 
not needed, or whether it is cheaper to divide the amount 
of service among all which the company own, 18 also a 
question about which all master mechanics are not agreed. 
So long as this difference of opinion exists, it would, we 
think, be worth while to observe this carefully by keeping 
the mileage of engines, which is now, we believe, done on 
nearly all roads. With this and the mileage of cars it is 
easy to determine the average size of trains. 

We have heretofore called attention to the importance of 
keeping an accurate account of the mileége of car wheels. 
This is impossible unless the mileage of cars is known. 
‘Lhe difficulty in the way of keeping an account of this 
service is often said to be that the cars of nearly all com- 
panies now run over so many different roads that it is im- 
possible to know how far they run while absent from the 
home road. While this is true, it must also be remem- 
bered that some kind of account, either of time or mileage, 
is given to the road which owns the cars, which, ulthough 
not usually correct, would nevertheless give an approxi- 
mation to the service performed by the cars while 
away from home. This difficulty would, of 
course, be overcome if all roads adopted the 
practice of keeping the mileage of all cars which run over 
their lines and reporting it to the owners of the cars. 
This, we believe, will ultimately be done when the import- 
ance of knowing the mileage of all cars is fully appreciated. 
It was in order to show the advantages which would result 
and the knowledge which would be contributed to railroad 
managers by keeping accurate accounts of the mileage of 
cars, that the above has been written. Undoubtedly a oni- 
form system of accounts on all railroads is very desirable, 
but we believe that the subject has not yet been stndied 
with sufficient care, nor is there enough accurate knowl- 
edge concerning it to enable any person or association to 
adopt such a system advantageously. If what we have 
written will lead some of our readers to give the subject 
the stady which it so much needs, it will have accom- 
plished what we intended it should. 





UNITED STATES RAILROAD STATISTICS FOR 1874. 


While in some of the United States railroad companies 
are required to make annual returns of their operations to 
the State, and in a few States the reports required are such 
as to give a very complete view of the condition and busi- 
ness of the roads, the collection of the greater part of the 


enterprise and necessarily undertaken only as a means of 
profit.. The returns, too, being furnished voluntarily by 


the railroad companies, some of them naturally 
fail to make them, and it is not possi- 
ble to collect information as (fully 28 if 
it were required by the State. Nevertheless, 


an approximation to completeness has been reached, and 
the advance sheets of the introduction to Poor’s Manual 
for 1875-76, which have been kindly furnished us by the 
publishers, indicate by the figures given that only 6 very 
small proportion of the total mileage of the Un ted States 


smallest earnings.,This year, as for the two previous ones, 





the Manual, which is to be issued early next week, (com- 


railroad statistics of this country is yet a work of private” 


is omitted, and that the portion, probably, which has the ~ 
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tains an introductory chapter in which the great body of 
information collected is summed up and digested, as it 
were, 80 as to give a general view as accurate as possible of 
the whole railroad system of the country. 

It must be borne in mind, however, that owing to the 
system, or lack of system with which reports are made, 
the reports from which this summary is prepared do not 
all cover the same period of time. The State reports cover 
years ending with June, with August, with September 
and December, while the companies, where State returns 
are uot required, make reports for fiscal years ending with 
every month in the year. The reports ara the latest fur- 
nished, but while some of them may extend some months 
into 1875, others may be nearly a year older, so that while 
the year is called 1874, it is only for convenience and be- 
cause it represents the nearest year. This, of course, can 
not be remedied in any way or by any authority known to 
usat present. 

Of the figures given in the introduction, we present the 
most important below: 

1874. 1873. Inc. or Dec, P.c. 
Se 69,273 66,237 Inc.. 3,036 4.6 
Aggregate cost. .$4,221,763,594 $3,784,543,034 Inc..$437,220,560 11.6 
Capital stock.... 1,990,997,486 1,947,638,534 Inc.. 43,358,902 2.2 


D'bt,chiefly f’n’d 2,230,766,108  1,836,904,450 Inc.. 393,861,658 21.4 
Per cent. of debt 


to total capital 52.84 48.50 Ine.. 4.34 8.9 
Average cost per 
BID oc cceccece 60,425 57,134 Ine.. 3,291 


Gross earnings. . 
Gross earnings 
per mile....... 7,513 7,948 Dec. 435 


5.7 
520,466,016 1.1 
5.5 
9,568,273 2.2 
2.6 
3.4 


526,419,635 Dec. 5,953,619 


Freightearnings. 379,466,935 339,035,508 Dec. 
Pass. earnings... 140,999,081 137,384,427 Inc. 3,614,654 m 
Work’gexpenses. 330,895,058 342,609,373 Dec. 11,714,315 ¢ 


Proportion of 
working expen- 


ses to receipts.. 63.58 65.10 Dec. 1.52 2.3 
Net earnings.... 189,570,958 183,810,262 Inc. 5,760,696 3.1 
Per cent. of gross 

earnings to cost. 12.30 13.91 Dec. 1.61 11.6 
Per cent. of not 

earnings to cost. 4.50 4.85 Dec. 0.35 7.2 
Average divide’d 

on stock....... 3.39 _ 8.45 Dec. 0.06 1.7 
Amount divided. 67,042,942 67,120,709 Dec., 77,767 «0.1 


‘the changes shown here are an increase of 4.6 per | - 


cent. in the mileage reported and of 11.6 per cent. m 
capital invested; a decrease of 1.1 per cent. in gross earn- 
ingsand of 3.4 per cent. in working expenses, with an in- 
crease of 3.1 per cent. in net earnings. The percentage 
of working expenses to gross earnings fell from 65.10 to 
63.58, the proportion of gross earnings to total capital 
invested decreased 11.6 per cent., and of net earnings 7.2 
percent. The average dividend was reduced from 3.45 
to 3.39 per cent. on the capital stock. A noticeable 
feature is the much greater relative increase of debt than 
of stock, the proportions of the two to the total capital 
account being more than reversed. It is, perhaps, a little 
remarkable that while the freight earnings show a decrease 
of 2.2 per cent., passenger earnings have actually in- 
creased by 2.6 per cent., and are 27.1 per cent. of the total 
earnings in 1874 against 26.1 the previous year. 

Tne mileage and average cost and earnings per mile 
for the different sections of the country were as follows: 


Cost Receipts 

Mileage per mile. per mile. 

New England States............+++ 5,617 $42,862 $8,913 
ENNIS 65 04-<00000esd0seeee 12,874 102,408 14,486 
Western States........essecssecces 35,639 54,329 6,029 
ne 13,505 35,978 3,870 
SEMIN sa cninstscebecsneso 1,639 89,981 10,234 


In this division of States, Maryland, the District of Co- 
lumbia and West Virginia are included with the four oth- 
ets more usually known as the Middle States. The West- 
ern States begin with Ohio and include all the States north 
of the Ohio River, with Missouri and Kansas, and all the 
territories except Washington. The Pacific States are those 
bordering on the Pacific, with Nevada. 

While the amount paid as dividends was equivalent to 
3.39 per cent. on the total capital stock, it must not be 
concluded that the net earnings were sufficient, after pay- 
ing interest on the debt, to pay such a dividend. To ar- 
rive at the average dividend which could be paid, it is 
hecessary to take account of the failures to pay interest on 
_ debt. Theamount needed to pay interest would, if de- 
ducted from the $67,042,000 paid in dividends, reduce it- 
very materially. Estimating the average interest on the 
debt at 7} per cent., which is probably not in excess of the 
tealamount, and deducting that interest from the net 
tarnings, it would leave for dividends only $22,263,500, or 
less than one-third of the amount actually paid. 

The actual dividend payments were 12.88 per cent. of 
the gross receipts against 12.75 per cent. the previous 
year. There has, in fact, beén very little change among 
the dividend-paying companies; few or none have been 
added to the list and not very many have dropped out. 

A statement of the results per mile will show more clear- 
ly the average condition of the roads: 


1874. 1873. 
oa Sp actascosatbeueneosan t.. ++ $60,944 $57,134 
Badge eeet eee eeee cece seceeeseeeeees 28,741 29,402 

EER OR sees coccebeceeocceceescecce 32, 27,732 
Grong Re inssccs bien davnevbadeccene 7,513 7,948 
orking CXPEDBCS.......-.eeeessee seeeeees 4,777 5,174 

Mo eesevvccccvescccsoccccccsooess 2,736 3 

am dividend........................... Pons 
Per cont’ Of Working expenses.............. 63.58 65.10 
A it. of net earnings to capital.......... 4.50 4.85 
Verage rate of Miataks.5<poewabke-cice 3.39 3.45 
— Proportion of new railroad was very much smaller 


yearthan for several previous years. The year was 
one of general depression, and while the traffic returns are 
incomplete there was in all probability less 





RAILROAD EARNINGS IN MAY. 
















































Mileage. | Earnings. per 
| Mile. 
Name of Road. ae eee ‘si Se mis oa Se a Pe 
| 1875. | 1874. | Inc. | Dec. |Per c. 1875. 1874. | Increase. Decrease.|Per c. 1875. | 1874. 
| | | | | 
pe ee | | | | 
Baltimore & Ohio.............. seaeseeee 1,276) 1,070; 206)......| 19.3 $1,820,494) $1,226,010) $94,484).......... | 7,2) $1,085) $1,146 
Central Pacific.........ccccccees «| 1,293) 1 2.6 1,797,000) 1,311,699} 485,301).......... | 37.0, 1,390) 1,041 
Chicago, Danville & Vincennes. oe 55,182) 41,646) 32.5; 351; 265 
Denver & Rio Grande.......... . 35,630) 36,243)... 1.7| 297; 302 
SR Shh ccliansds sheccens | 64,366) 76,471)... 17.1 2; 335 
NO COI 6 ee 050 00 266e0tadernee 1 584,764) 621,013)... ‘ 5.8! 627! 660 
Indianapolis, Cincinnati & Lafayette.... 138,327 144,872)....0.000- 6,545, 4.5, 781) 809 
International & Great Northern........ } 80,858) 70,698 10,160).......... 14.45 177) 174 
NED 5005i00006e00miessnsbeocbel 289,706) 316,647) ......+0++ 26,941, 8.5 381, 416 
St. Louis, Alton & Terre H., Main Line. | 73,467 | eee 18,184; 19.8) 9377; 470 
= ” ” nches..| 38,980 40,867\......006. 1,887 4.6 548, 575 
St. Louis, Iron Mountain & Southern.. “| 264,446 244,894 pS ere | 8.0; 386 358 
St. Louis & Southeastern.. 78,724 88,556).......065 | 4,834, 16.8) 211 264 
Toledo, Peoria & Warsaw. } 237; 287). 91,543 93,346)......+.6 | 1,803, 1.9) 386 3894 
WREOR PRMES..0.cccccce secceccccveces | 1,082, 1,032). 1,214,668 910,065) 304,603) .....000+5 | 33.5] 1,177 882 
ON 05 5.0.20000000000400n0snreees | 8,150) 7,860, 290)...... | 


OCR TROONED so. ccc ccsrccccsseccelsocece Joccece 


LL MARINE FOURS OAT: TARY UTE “e 


RAILROAD EARNINGS, FIVE MONTHS ENDING MAY 31. 


| Mileage. | 
Name of road, | 


3.7, $6,123,155, $5,914,680) $921,636) $119,161)...... | $761| $676 
iebseaysotansedineubeienantn | 808,475) ib-3)..... 


Earoings. Earnings per mile. 





| | 
| 1875. | 1874. | In. =e c.| 1875. 








j | ! ! 
1874. Increase. | Decrease.| Per c.| 1875. | 1874. |Inc.!Dec. Per c. 















| 
| 
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Ne ae 
Central Pacific..........-sseeee. 1,293] 1,260| 33)... $6,136,000] $4,957,348| $1,178,652).......... |23.8 |$4,746/$3,934 $812|.-..| 20.6 
Chicago, Danville & Vincennes.. 157 57 283,644 244,577 39,067) ...cceeeee | 16.0 | 1, 1,558| 242/....| 16.0 
Denver & hid Grande...........| 120] 120 138,509, 128,856 Seam ‘6 | 1,154) 1/074) 80 val 45 
Llinois Central........... ... | 1,109} 1,109). 2,767,300| 2,871,439|.......... $104,079| 3.6 | 21495) 2'589'....| $04, 3.6 
Indianapolis, Cin. & Lafayette..| '179| °179|.... 3,825| 728, 753|...-...... 64,920] 7.5 | 3,764| 4,071|....| 307] 7.6 
International & Great Northern.| 458| 402 505,90¢|  493,20%|""”” 12,696|.......... 4.6 | 1,105) 1/297|:.::| 199| 9.9 
Kansas Pacific........0.0.sc00. 761| 761|....|....| 1,174,62:| 1,203/84:|.......... 28,720! 2.4 | i544) 1,081). 3| 2.4 
St. Louis, Alt, & T. H.main line, 195] 196|....|....|......| 306,17€| ‘48703:|.......... 91,854| 18.9 | 2,021) 2:498)...-| 471) 18.9 
“ “ branches} 71| 71\....|....|..-... 941,481| 202/53 SABIE cx coceoes 19.2 | 3,401| 2,863) 548|....| 19.2 
St. Louis,Iron Mt.& Southern..| 685, 684|1|....| 0.1 | 1,949,911) 1,178,902, 171,009).......... 114.5 | 1971! 1,724) 947)... *\ 145 
St. Louis & Southeastern. ..... 349] 349]... |..-.[..00 0 414/189| ER ete °°"'87,620| 17.5 | 1)18,| 1/438)..." 96i) 1715 
Toledo, Peoria & Warsaw....-.. 931| 23%|....| 6} 2.5 403,465 ia 61,621| 13.2 | 1,747) 1/903)--°.| 215) 11.0 
Union Pacific................0. 1,032} 1,082)" °°.|....|...... 4,391,821] 3,660,751 731,070|.......... | 20.0 | 4/256) 3,547) 709|....| 20.0 

| 1 

yt rere er 6,640} 6,554] 90|  6|......| 18,875,904) 17,123,642] $2,181,093|  $428,891)...... |$2,843/$2,612\$931)....| 8.8 

Total incroase............ Reece enn OM ye tren: Pe wtpe 1,752,262|........+. 10.2 | | Pech 














traffic than in 1873, while on many roads of large business 
there was a reduction of the average rates. The year was not 
only one of light traffic, but in many cases of sharp compe- 
tition for that traffic and consequent lower rates. As was 
plaiuly indicated, however, by returns that we have here- 
tofore published, it has also been a year of decreased ex- 
penses. This result has been gained partly by the general 
diminution of the cost of labor and materials, partly from 
the more general—in many cases the enforced—practice of 
strict economy in expenditure. Some of the decrease has 
probably been made by starving the roads, which is any- 
thing but true economy; but some of it, let us hope, rep- 
resents a real gain in methods of operation. 








THE PROSPECIS OF RAILROAD BUSINESS. 


It seemed last year that the railroads were subjected to 
the severest tests they were ever likely to undergo. The 
panic of 1873 was a railroad panic, and the falling off in traf- 
fic aud in rates wasso instantaneous in some important di- 
rections, and the multiplication of competing railroads had 
been so great, that most of us felt that the company 
which could get through 1874 in sound condition would 
have given good reason for its being considered proot 
against any ordinary calamity in the future. 

Now, there is no doubt that there was a great depression 
of business in 1874, a great falling off in some kinds of 
traffic, a greater falling off in average rates, and a decrease 
in the gross earnings of the average mile of railroad; but, 
as the figures show which we published a few weeks ago, 
the reduction in the cost of materials and labor, and con- 
sequently in the cost of working the railroads, was so much 
greater than the reduction in the receipts that the net 
earnings were considerably larger than in 1873, and if the 
companies, old as well as new, had not hada larger funded 
debt to pay interest on in the latter year, they would have 
been in an unusually prosperous condition. 

This year it was hoped that there would be at least a 
revival of business. The effects of the panic, it was 
thought, would begin to pass away. The wrecks had cer- 
tainly been pretty well cleared away, and the way seemed 
open for a moderate but safe renewal of industrial activity 
which would have some effect on railroad traffic. Nearly 
one half of the year has now passed away. The returns of 
the railroad companies,so far as they have been published, 
are favorable, but so very few are published that they give 
scarcely any clue to the traffic and earnings of the 
railroad system of the country asa whole. On the other 
hand, a large part of the traffic has been conducted at the 
lowest rates ever known, and for the calendar year some of 
the leading staples of the country show a movement in 
comparison with last year, as follows: 
Anthracite coal, a decrease of........ ovcccvce seececeesees OF DOF cent. 
Northwestern grain shipments, a decrease of............ 36 per cent. 
Atlantic grain exports, a decrease of...... ceccececccccces 40 per cent, 


Petroleum ex , & decrease Of.......ssseccccsceseees 13 percent. 
Cotton movement, @ decrease Of......+.cseecseeceseeeee 27 per cent, 


With a decrease in these leading articles of traffic, 
which in the case of three of the most important is enor- 
mous, and with a decrease in the average rates on many of 
the lines, while at the same time there can have been 
scarcely any decrease in the elements which make up 











extremely hard to equal, not to say improve upon, the 
results of last year. General businessis not much changed, 
but the railroads have had a third less wheat and three- 
eighths less anthracite coal to carry, less cotton and less 
petroleum. The iron business continues extremely de- 
pressed, which makes it probable that there has been less 
rather than more movement in bituminous coal and in 
ore. The general dullness of business, and especially the 
want of money among the farmers, arising from small 
sales of grain at low prices, has greatly limited the de- 
mand for lumber, which is another leading article of 
traffic, and it is not easy to find any leading industry 
which is prosperous enough to make its usual demand 
for the services of the carriers. 

So far so good—or rather so bad—but we naturally de- 
sire to know what escape there is likely to be from this 
stagnation. This, however, is a question on which events 
at this time give very little light. We know that the strike 
has caused an artificial stagnation in the anthracite re- 
gion, and that the strike is not likely to last much longer; 
but then it is a question whether there would really have 
been any greater consumption of coal if there had been 
no strike; prices have not reached extraordinary figures, 
and the furnaces which consume anthracite have not found 
any difficulty in supplying their customers, but, at prices 
lower than pig iron has often known before, have had a 
good deal of difficulty in finding customers to supply. 
The grain movement, it is true, has been light in spite of 
a great stock of wheat in the Northwest, much of which 
remains to be marketed; but the world is well supplied with 
breadstufis, it buys very little of us at the current very low 
prices, and a greater movement in this staple is not to be 
anticipated until Europe has less grain at home. Should 
this year’s harvest turn out ill, it will take liberally from 
us, but should Europe have as good a harvest as last year, 
it will probably want less American grain than ever, and 
the movement here will be chiefly for home consumption 

There is in this country more than in most others 
general growth in industries and population which is no 
interrupted, though its rate is decreased, by the depression 
following a panic. There are more people yearly, mor 
fields cultivated to feed them, more manufactures and 
merchants to supply them. This increase is always to b 
depended upon, and it, in time, brings up the consuming 
power of the country, except in breadstufts, to an equality 
with any temporary over-production. The country has by 
no means come to a stand-still, though it may seem so, 
and though there may be a great decline in some impor- 
tant industries. Great as our exports are, they are but a 
trifle compared with the home consumption, save in two 
or three articlés, and those such as cotton, tobacco and 
petroleum, for which our market is sure, 

Still, the outlook for the immediate future cannot be 
called a promising one, and many of our railroad compa- 
nies evidently will be much harder tried in 1875 than in 
1874. 

The cessation of the existing war of competition, which 
has been arranged, will doubtless much improve the 
position of the lines engaged in it, though not to the 
extent that could bewished. Thereis probably no obstacle 








working expenses, the railroad companies must find it 


to the restoration of passenger rates to the standard exis- 
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traffic no considerable advance is possible, and that which 
is most practicable is perhaps the least likely to be made. 
As we have seen, the reduction of rates has not been fol- 
lowed by an increase of traffic, but the latter remains 
exceptionally light. A very large part of it isin grain, 
which will not move at all by railif the rate is raised, 
and generally the east-bound traffic, poor as it is, can 
only be held by maintaining unprofitably low rates. West- 
bound traffic, we feel sure, would bear a large increase in 
rates, but strong rates for this traffic caz only be maintained 
by the most perfect harmony on the part of the railroad 
companies—such harmony, we must confess, as we scarcely 
ever see even when competition is least active. Four lines, 
each with empty cars enough going west to carry 
all the freight in that direction, are -so eager 
to get each for itself the larger share of this traffic that 
they are very unlikely to maintain rates at remunerative 
figures. Should they do so, their position will be still fur- 
ther improved. What is to be hoped for and sought in the 
harmony of railroad companies, however, is simply the 
putting of the business of transportation on a level with 
the general business of the country, for no efforts at this 
time will make it exceptionally prosperous. It must 
share the fate of the national industry, but it is now, in 
many cases, suffering a worse fate, and there seems no 
good reason for that, unless the violent contests of rival 
companies can be calleda good reason. Certainly the 
railroad companies owe it to themselves, and to the good 
credit of the country as well, not to make their position 
needlessly bad. 





Working Heavy Grades in Switzerland. 








A railroad has recently been opened to the summit of Mount 
Uetliberg, Switzerland, which overlooks, at a height of about 
1,300 feet, Lake Zurich, and is much visited by tourists, for the 
sake of the view. The road was designed in 1872, and it was 
finally decided to depend upon adhesion simply, limiting the 
grades to7 per cent., or 370 teet per mile. The locomotives 
were built by Krauss & Munich, who agreed to supply them, 
weighing 2714 tons (55,000 Ibs.), which could haul up this grade 
four cars, carrying 40 passengers each, gross load being 38,500 
lbs. The total length of the road is about 30,000 feet, or more 
than 5% miles. The lowest grade is 232 feet per mile, but 59 
per cent. of the whole length is of grades exceeding 264 feet per 
mile. The curves are of 500 and 450 feet radius, the latter 
coinciding with a grade of 327 feet per mile. The track is of 
the standard guage, and the rails, of iron, weigh 60 lbs. per yard. 
There are three tank locomotives of the Krauss pattern, with 
six drivers coupled, each 36 in. in diameter, and with a wheel- 
base of only 6 ft. 8in. They weigh 41,800 lbs. empty, and in 
service from 52,800 to 55,000 lbs. The heating surface is about 
770 square feet, the diameter of piston 12% inches, the stroke 
217% inches. 

The passenger cars, of which there are six, have platforms 
and a central passage, as in American cars (which is the com- 
mon construction in Switzerland), capable of accommodating 
40 passengers. They have a box for baggage below the frame, 
between the wheels ; their weight empty is 12,650 lbs. There 
are also three freight cars. 

The road when complete will have cost about $300,000 gold. 

The first ascent was made April 24 of this year. The engine 
pushed up three cars loaded with ballast and workmen, a total 
gross load of 274% to 30 tons. This load was moved without 
difficulty at a speed varying from 8 to 1044 miles per hour, 
maintaining a steam pressure of 170 lbs. 

The descent is made with compressed air, by means of an 
apparatus used on the engines of the Rigi Railroad. The speed 
was 1544 to 18% miles per hour. 

At trials made by the professors of the Zurich Polytechnic 
School the weight hauled was about 627% tons, the traction 
exerted about 7,500 Ibs., and the work about 200 net horse- 
power. 

A peculiar feature in the working of this road is the use of a 
jet of water against the rails, in front of the wheels of the 
locomotive, sufficient to wash the rails completely. It was 
observed long ago that the influence on adhesion of a slight 
humidity such as that deposited by a fog, and that of a verita- 
ble layer of water deposited by rain, are entirely different. On 
the Swiss Central Railroad a jet of water is used on the front 
wheels of certain engines to facilitate the passage around 
curves, and the effect on the durability of the tires has been 
remarkable ; but this jet of water, which was only intended to 
lubricate the inside part of the rail-head, moistens the whole 
surface in contact with the tire. No modification of the adhe- 
sion has been observed as the result of this; this jet of water 
does not dispense with the use of sand, while at Uetliberg 
absolutely no use is made of sand, but water is employed exclu- 
sively. : 

These facts were recently communicated to the French So- 
ciety of Civil Engineers by M. Mallet, and we find them reported 
in La Revue Industrielle. 

M. Mallet also described briefly another Swiss mountain 
railroad, the Rigi-Kulm Line & the lake of Zug, about seven ‘ 
miles long, six miles of it being worked with a peculiar cogged 
wheel arrangement, or something similar in effect, by which 
grades of 1,056 feet per mile are surmounted, there being one 
section more than a mile and a half long with a grade very lit- 
tle less. The radius of the curves, which is uniform, is 600 feet. 

Special attention was called to the locomotives by M. Mallet, 
ordinary boilers with horizontal tubes are used, but special 
arrangements are made to enable them to pass from a level to 
an inclination of one in five. In the first place the tubes are 
quite short, 7 ft.9 in., though longer than the tubes used in 


ting before the war began; but for most of the freight 





vertical boilers which are only 6ft. 2in. Then the boiler is s0 








placed as to have an inclination forward of one in ten when the 
wheels are on a level track, so that on an up grade of one in five 
it has only the same inclination backward. 

In order to keep within the limits of weight of 35,200 lbs., 
the greatest care had to be taken in the construction of the 
engines. Steel was employed on the most extended scale ; the 
boiler, with the exception of the fire-box, the tubes, the frames, 
the axles, the wheels, the cogs and the machinery are all of 
steel. 

One of these engines when tried generally made 140 revolu- 
tions of its drivers in a minute, and upon very steep grades the 
speed did not fall below 120 revolutions. The advance being 
nearly 11 feet per revolution of the adhering wheel, which 
turns 0.418 of a revolution to one turn of the driving-axle, 
the speed per hour=60X140X0.418X11 feet=38,625 feet=—7.3 
miles per hour, It had been a quite general opinion that such 
an engine could not run faster than about four miles an 
hour. 

These engines push up a car of the Rigi pattern with seats 
for 54 passengers which weighs about 33,000 Ibs. loaded. The 
trip to the summit is made in about an hour. Similar 
engines are used on a line from Rorschach to Heiden, where 
the steepest grades are 477 feet_per mile, but there the engines 
take up three or four car-loads of passengers, or a gross load of 
25 to 33 tons. 


of New Railroad Construction. 


Record 


This number of the Radroad Gazette has information of the 
laying of track on new lines as follows : 

Breakwater & Frankford.—Extended from the former ter - 
minus at the Delaware State line, southward 5 miles to a con- 
nection with the Wicomico & Pocomoke, near Berlin, Md. 

Paris & Danville.—Extended from near Hutsonville, south 
by west to Robinson, Il., 11 miles. 

This is a total of 16 miles of new railroad, making 312 miles 
completed in the United States in 1875, against 570 miles re- 
ported for the same period in 1874, and 1,271 miles in 1873. 








May Earninas are reported by fifteen roads of which one re- 
ports only occasionally while the other has never before appear- 
ed in the monthly tables. With an increase of 3.7 per cent. in 
mileage there1s an increase of 15,2 per cent. in earnings and 11.1 
per cent. in the earnings per mile. The greater part of this in- 
crease, however, is due to the very large earnings reported by 
the Union and Central Pacific. The total mileage reporting is 
8,150, and there are two Southern roads and only one company, 
the Baltimore & Ohio, which owns any road east of Cincinnati 
and north of the Potomac. For the five months returns are re- 
ceived from thirteen roads with a total of 6,640 miles, which re- 
port, with an increase of 1.3 per cent. in mileage, an increase of 
10.2 per cent. in earnings and of 8.8 per cent. in earnings per 
mile. Six of the thirteen show an increase in earnings per mile, 
the greatest being on the Central and Union Pacific which have 
20.6 and 20 per cent. of increase respectively. The number of 
companies reporting continues very small and their returns 
come in slowly. 


Gensel Miles Bien. 


ELECTIONS AND APPOINTMENTS. 





Anglo-Mexican.—At the annual meeting of this company in 
New York, June 16, the following directors were chosen: 8. J. 
C. Beales, W. F. Drake, N. N. Halsted, J. H. Harris, R. H. 


‘Harris, James W. Husted, J. H. Jaffray, E. P. Mitchell, J. C. 


Robinson, 8. O. Rockwell,. Edward W. Serrell, W. H. Wood, H. 
C. Young. The board elected J. H. Harris President; N. N: 
Halsted, Vice-President; H. C. Young, Secretary and Treas- 
urer; C. W. Ramsey, Assistant Secretary. 

Salisbury.—The officers of this soem’ company, for- 
merly the Salisbury & Baltimore, are as follows: President, E. 
D. Yutzy; directors, W. G. Bear, Peter 8. Hay, M. A. Sanner, D. 
C. Scott, Noah Scott, Alexander Stutzman; Secretary and 
Treasurer, Noah Scott. 

Woodland, Clear Lake & Humboldt.—The directors have elect- 
edthe following permanent officers: President, F. 8. Freeman; 
Vice-President, Charles H. Davis; Secretary, E. Bynum; Treas- 
urer, J. D. Stephens. The company’s office is at Woodland, 
Yolo County, California. 

Sonoma & Marin.—At the annual meeting in Petaluma, Cal., 
June 8, the following directors were chosen: Galen Burdell, 
Wm. T. Coleman, H. F. Fairbanks, Wm. Hill, J. N. McCune, 
H. Meacham, J. B. Switzer, A. P. Whitney, I. G. Wickersham. 

Virginia & Truckee.—At the annual meeting in Virginia City, 
Nev., June 4, the following directors were chosen: J. L. Bliss, 
A. M. Edgington, D. W. Hazleton, J. P. Martin, D. O. Mills, A. 
J. Ralston, I. L. Requa, W. Sharon, F. A. Tritle. The board 
elected D. O. Mills President; A. J. Ralston, Vice-President; G. 
A. King, Secretary; Bank of California, Treasurer; H. M. Yer- 
rington, General Superintendent. 


Macon & Brunswick.—The Governor of Georgia has appointed 
Maj. Campbell Wallace, Col. W. A. Lofton ant Maj. George 8S. 
Jones Commissioners for this road. 


Canton Company.—The new board has elected CO. J. Baker, 
President; Geo. 8. Brown, Vice-President; W. W. Janney, Sec- 
retary and Treasurer, and Col. Wm. Kimmel, Agent. 


Shreveport & Southwestern.—At the annual meeting in Center, 
Tex., June 7, the following directors were chosen: L. L. Tom- 
kies, James M. Foster, Thomas Poland, N. W. Murphy, W. B. 
Hamilton, J. W. Fuller, W. 8. Haven, Shreveport, La.; L. T. 
ecg J. D. Martin, B. Hardeman, Nacogdoc nes, Texas; E. 8. 

icks, W. Wilson, W. C. Carnon, Center, Texas. The board 
elected officers as follows: W. S. Haven, President; W. H. Swift, 
Vice-President; W. B. Hamilton, Secretary; L. L. Tomkies, 
Treasurer; R. L. Parker, Land Commissioner, Center, Tex.; Geo. 
R. Wilson, Chief Engineer, Shreveport, La. Executive Com- 
mittee: W. S. Haven, N. W. Murphy, J. W. Fuller, J. M. Foster, 
L. L. Tomkies. 

Detroit, Lansing & Lake Michigan.—Mr. W. A. Carpenter has 
been appointed General Freight Agent. 

Rome & Clinton.—At_the annual meeting in Rome, N. Y., 
June 16, the following directors were chosen: Wm. 8. Bartlett, 
John Elliott, A. W. Mills, Anthony Peck, James I. Scollard, O. 
8. Williams, Clinton, N. Y.; L. H. Shattuck, Utica, N. Y.; E. B. 


Armstrong, B. J. Beach, A. Etheridge, Z. Hill, Rome, N. Y.; 
om . Phelps, Watertown, N. Y.; N. B. Foot, Oswego, N. 
Y. The board elected Wm. 8. Bartlett, President; E. B. Arm- 


strong, Vice-President; A, W, Mills, Secretary and Treasurer; 





E. B. Armstrong, John Elliott, O. 8. Williams, Z. Hill, Execn. 
tive Committee; A. Etheridge, L. H. Shattuck, Anthony Peck, 
Finance Committee. 


Cincinnati, Hamilton & Dayton.—Mr. a T. Stedman 
has been chosen Vice-President and Mr. Rufus 2 ae 
to fill the vacancies caused by the resignation of Mr. Charles 
W. West. 

Keokuk & St. Pauwl.—At the annual meeting in Keokuk, Ia., 
recently, the following directors were chosen: Jas. F. Joy, De- 
troit; Erastus Corning, Albany, N. Y.; N. Thayer, John M. 
Forbes, Sidney Bartlett, John W. Brooks, Robert 1. Watson, 
Wm. Booth and John N. Dennison, Boston. The road is leased 
by the Chicago, Burlington & Quincy. 

Georgia.—Gen. McRae having declined the position, Col. §, 
K. Johnson, the present Superintendent, has been re-elected. 


Hannibal & St. Joseph.—A Quincy (Tll.) dispatch says that it 
has been decided by the management to promote Charles N, 
Lee, General Agent at this — to the general superintenden- 
cy of the road. The new Superintendent, although a young 
man, has had large railroad experience. 

Cairo & St. Louis.—Mr. R. W. Clarke having resigned, Mr. J. 
A. Wentz will assume the duties of General Passenger Agent 
in addition to his duties as General Freight Agent, to take ef- 
fect from date. Business relating to either of these depart- 
ments should be addressed to Mr. Wentz. Mr. E. L. Sargeant 
has been appointed Cashier and Paymaster. 

Richmond & Mecklenburg.—The stockholders met in Chase 
City, Va., June 5, and organized the company by electing 
George A. Endley President, with the following directors: John 
F.. Boyd, Samuel P. Couch, T. G. Finch, Chase City, Va.; E. B. 
Goode, Boydton, Va.; Tucker Carrington, Clarksville, Va. 

New Orleans Pacific.—This company has been organized at 
New Orleans by the election of the following directors: H. 
Kennedy, John Phelps, Cyrus Bussey, Geo. Jonas, James Gard- 
ner, E. L. Ranlett, Emory Clapp, John H. Kennard, Louis 
Schneider, W. B. Schmidt, Jules Weis, David Wallace, Hu. 
Kennedy, E. B. Wheelock and G. W. R. “syley. The board 
elected officers as follows: E. B. Wheelock. vesident; Dr. Hu. 
J. Kennedy, Vice-President; 8. H. Kenned Treasurer; E. L, 
Ranlett, Secretary; Kennard, Howe & Preni Attorneys. 

Kansas Rolling Mill Company.—The officer. »f this company, 
which is building the new rolling mills at Kausas City, Mo., are 
as follows: President, A. B. Stone, Cleveland, O.; Vice-Presi- 
dent and General Manager, Col. W. H. Harris; Secretary, Ira 
Harris, Jr.; directors: Geo. H. Nettleton, E. CG. Smead and B. 
Henning, of Kansas; A. B. Stone, W. H. Harris, Amos Stone 
and Henry Chisholm, of Ohio. 

Central Vermont.—The St. Albans (Vt.) Messenger says: “It 
is reported—correctly, without doubt—that Joseph Clark, of 
Milton, and Lawrence Barnes, of Burlington, have declined to 
accept the election in the Smith board of Central Vermont Rail- 
road directors, and that the vacancies have beeu tendered to 
Jed P. Clark and Luke P. Poland.” 

Litile Rock & Fort Smith.—Mr. James Eblin, emg | of the 
Mississippi & 'Tennesee, has been ~ i e Master Mechanic 
in place of Mr. D. M. Wing, resigned. Mr. Theodore Hartman 
is Superintendent. 











PERSONAL. 


—Mr. Wm. G. Cook, for many years a director of the Camden 
& Amboy Railroad Company, died June 19 in Trenton, N. J., of 
which city he was a resident and a very large owner of real es- 
tate. 


—John Miller, Secretary of the Contract & Finance Com- 
pany (which built the Central and is building the Southern Pa- 
cific), was arrested recently in Marysville, Cal., charged with a 
— for a large amount. How large the deficit is is not 

nown. 


—Mr. Charles W. West has resigned his position as Vice- 
President and director of the Cincinnati, Hamilton & Dayton 
Company. 

—Mr. Edward F. Gay, who was a member of the corps of en- 
— who surveyed and located the railroad between Phila- 

elphia and Columbia, in 1829-30, and for many years has sus- 
tained a high _——— in his profession, died in Philadelphia 
recently, aged 72 years. He was for several years President of 
the Philadelphia & Erie, which position he resigned on account 
of failing health. 


—Mr. Morgan W. Torrance, who recently resigned his 
tion as Superintendent of the Western Division of the New 
York Central & Hudson River road, has been ——— by the 
employes of that division with a certificate of deposit for $1,000 
as a testimonial of their regard. 


si- 











TRAFFIC AND EARNINGS, 
Flour and Grain Movement. 


Receipts and shipments for the week ending June 12 are re- 
ported as follows, flour in barrels and grain in bushels: 





Flour: 1875. 1874, Inc. or Dec, P. ¢. 

Lake ports’ receipts......... 04,181 122,259 Dec.. 18,078 148 
« "« — shipments....... 110,652 115,52 Dec.. 4,800 4.2 

Atlantic ports’ reccipts...... 217,910 204,118 Inc.. 13,7! 68 
Wheat: 

Lake ports’ receipts....... . 962,820 1,660,928 Dec.. 693,108 423 
“ “  shipments.......1,910,904 1,685,346 Inc.. 225,559 13.0 

Atlantic ports’ receipts......1,797,122 2,620,648 Dec.. 823,426 314 
Grain of all kinds: 

Lake ports’ receipts......... 2,°08,200 3,785,257 Dec..1,677,057 46.9 
« " «  ghipments......2,965,232 3,827,590 Dec.. 932,358 23.9 

Atlantic ports’ receipts......3,002,150 4,878,691 Dec. .1,876,541 385 


Of the total grain shipments eastward from lake ports for 
the week 28.8 per cent. was by rail. 
Ooal Movement. 


Coal tonnages are reported as follows for the week ending 
June 12: 


1875. 1874. Inc. or Dec. P.¢. 
Anthracite............+. » 309,012 418,567  Dec..108,655 26.0 
Semi-bituminous, Broad 
Top and Clearfield...... TARE —ltcewte = pecows 
CRMRDOTTIAG sicccccs cvvcece Cee. svdcce donno 
Bituminous, Barclay...... Tee. wecseee | * Apeede 
we Weeterm Pa... SL2ID = ccoce ss sovnree 
© West Va...... Bae 0itiweseew =——(ié sone 
Coke, Western Pa.......... ae. - esses, «> eebee . 


The coal tonnage of the Penn:ylvania Railroad and branches 
for the first week in June wag: 


Anthracite, tons .....,......... issone <aoetewssocuueeeae a 

I 5 y50:60cccersocc accross tis veweescdoweertbeaeeheshiwe pote 
MOONS Ke eee eu penncccsdceedesesseestoceesseesennee 5enesneueeee 16, 

a 

Mins, acinvacakeo0.050s00hs5.00sbasenekheeuee renin 90,322 


The Delaware Fruit Traffic. : 
At the recent spring mecting, the Delaware Peach pete 
Association, in making an estimate of the crop for 1875, was 
opinion that not less than 6,000,000 of baskets will be ga i 
4,000,000 of which, it is probable, will be transported by T® 
and 2,000,000 by water. In view of the prospect of a large te 
a resolution was adopted to the effect that freight hy weiss 
send 





largely reduced, new markets opened, and none pee 
fruit shipped. Arrangements have been made to 
through to Boston by way of Philadelphia, the North Pennsvl- 











Be OPS 


one 


< It 

of 
i to 
ail- 
1 to 


the 
anic 
nan 


den 
., of 
eB 


om- 


th a 
not 


Vice- 
yton 


 en- 
hila- 
= 

ia 
P of 
ount 


osi- 
New 
y the 
1,000 


nding 


P.¢. 
26.0 


nches 
14,879 


69,146 
16,297 
i 


90,322 


ower’ 
was of 
hered, 
yy ral 

J y 


choice 
id cars 
nnsvl- 


Vicksbu: g & Meridian... .$421,893 


Jonz 26, 1875] 


THE RAILROAD GAZETTE. 


269 








yania, Lehigh Valley and Erie roads to Binghamton, the Al- 
bany & Susquehanna to Albany and the Boston & Albany 
thence eastward. This route avoids the transshipment hereto- 
fore made at New York, which injures the fruit more than 
many miles of extra travel. 


Railroad Earnings. 
Earnings have been reported by the following companies : 
Year 1874: 








Ft. Wayne, Jackson & Sag- 1874. 1873. Inc. or Dec. P.c. 
RE cvthaceweeeeseees $282,582 $303,666 Dec..$25,784 8.3 
EXpeNs@S....-sseeseeeee 163,605 178,167 Dec.. 14,561 8.2 
Net earnings............ $119,276 $130,499 Dec. . $11,223 8.6 
Earnings per mile...... 2,829 3,087 Dec.. 258 8.3 
Per cent. ofexpenses.... 57.84 57.72 Inc.. 0.12 0.2 
Petersburg.....--..eeeeeee a Crees eee 
EXPeMS€S.......seeeeeeee a =—i phere 0—0tis« ww DS Perr 
Net earnings............ $103,373 =... ee osen 
Earnings per mile...... lee ° 
Per cent. of expenses.... See . « éeenee ” ‘ena cgeuweean 
Year ending February 28: 
1874-75. 





Expenses........ ¢ ME BOS 8 —«_ncccne = sv nvvccceeces tei 
I. .s cteuecec ee -  weexee  §4649654%be00 sees 
Karnings per mile...... B,01G = — a nenee 
Per cent. of expenses... a <~oxhan © sbssdeiannen 
Five montis ending May 31: 
1875. 874. 

Midland of Canada........ $94,162 $106,793 Dec..$12,631 11.8 
Month of April: 

MIN 05 cv aaceenees ta $93,050 $95,764 Dee... $3,714 3.8 
Exp2nses........-. ; 45,707 103,084 Dec... 56,377 54.7 











Net earninys or deficit.. $46,353 ee seschidsacmaian 

Per cent. of expenses... 60.19 106.53 Dec... 56.34 52.9 
Missouri, Kansas & Texas. 200,339 208,361 Dec, 8,022 3.9 
Peoria & Rock Island..... Ee ss wetesese.  snenescedecas eee 

EXxpeNse8.......e+eeeeee BBjTIB — tccceces §«—«_ sw voricvececers eee 

DeREs ...ccncccccccccecs Se 3s ( teewarse "FR neenenens 

Per cent. of expenses... 104.01 


eee eee — ween eereseves 


It should be mentioned that the Peoria & Rock Island ex- 
penses include $3,312 car-rent accumulated in previous months, 


s0 that the actua expenzes of the month were 88.43 per cent. of 
earnings. 
Month of May: 1875. 1874. Inc. or Dec. P.c. 











Georgia ........+.. . $64,366 $76,471 Dec.. $12,105 17.1 
Expenses......... «ee 47,773 73,537 Dec..* 25,764 35.0 
Net earnings............ $16,593 $2,934 Inc ..$13,659 465.5 
Per cent. of expenses... 174.22 96.16 Dec.. 21.84 22.8 

Peoria & Rock Island..... 31,389 iss om ee ae an 
EXpenseS.....secccecers 33,578 cas 
Ni nsicsesanepandes DEMD. “‘ascseabe: .ebtvewssee%s 
ree, OC aenete:.. BERGE  sccveads Csdserseaseos 

Rockford, Rock Island & 
is ME ccc cscsoscscve Ae 
EXPCNSB......scccccece DETTE kpeketee «= Pe oe en P8100 
Net earnings........... er 
Per cent. of expenses... TEAS cescnsee § «= a evo de v0 ce0 50 
First week in June: 


Denver and Rio Grande... $38,157 $8,317 Dec.. $160 19 

St. Louis, Iron Mt.& So.. 72,583 57,666 Inc.. 14,917 25.9 
First 15 days in June : 

Union Pacific............ $483,009 $564,538 Inc..$118,471 32.5 


THE SCRAP HEAP. 





Railroad Manufactures. 

The Passaic Rolling Mills at Paterson, N. J., are running 
double turn and employing 400 men. Besides bridge and shape 
iron for the Watson Manufacturing Company, the mills have 
been turning out some very large and heavy beams for the new 
Capitol building at Albany, N. Y. 

The Ohio Falls Car Works at Jeffersonville, Ind., have turned 
out two reclining chair parlor cars for the Indianapolis, Bloom- 
ington & Western. 

The Indianapolis Rolling Mill has contracted to make for the 
Jeffersonville, Madison & Indianapolis road new iron rails suf- 
ficient to relay seventeen miles of track, the rails to be fur- 
nished as fast as the company needs them, between this and 
November 1. 

The rolling mill of the Blandon Iron Company at Blandon, 
Pa., has resumed work, having been idle since Feb last 
owing to a strike of the puddlers. The puddlers now employed 
are hew men and the strikers cndeaneoel to drive them off by 
force, but were dispersed by the authorities. 

The Danville (Pa.) Iron Works started up last week. 

The Delaware Bridge Works, of which Mr. Charles Macdon- 
ald is President, is building the bridge over the Genesee River 
at Charlotte for the Lake Ontario Branch of the Rome, Water- 
town & Ogdensburg road. The bridge consists of a double 
track draw-span 310 feet long and 1,000 feet in length of 
Wrought iron viaduct, part of which is 60 feet high. The same 
company has just completed the extension of the New York 
Elevated road ‘to Thirty-sixth street, and is building a draw for 
highway bridge in Boston. 

The Jacksonville (Il].) car-works, that have been idle for 
More than a year, will commence work again soon. 

The Ohio Falls car-works increase their force next week, they 

aving secured several large contracts recently for building 

“Cars, 

The Columbus (0.) Rolling Mills have a contract for 3,000 

= of iron rails for the Indianapolis, Bloomington & Western 


Arrangements have been completed for the removal of the 
machinery of the Decatur (Il.) Rolling Mills to Kansas City. 
The shops are to be located at Rosedale, Kan., on the Missouri 
River, Fort Scott & Gulf road a few miles from Kansas City. 
Mr. A. B. Stone, of Cleveland, is the President of the new con- 
po and Col. W. H. Harris, Vice-President and General Man- 


er, 

The Keystone Bridge Company has just completed the draw 
of the bridge over the Raritan on the New York & Long Branch 
road. It is 472 feet at and has two clear openings of 200 feet 
‘ach. The draw is worked by two steam engines of 8X12 inch 
cylinders, and it takes about three minutes to swing it. 

The Pittsburgh Locomotive Works recently delivered two 
gaa freight engines to the Indianapolis, Peru & Chi- 


Pullman Chair Oars. 


: an “reclining chair car” was exhibited by an excur- 
pon onthe Michigan Central Railroad at Chicago last week, 
being of pattern similar to those which have been run for a 
Jeur past on the New York & Washington limited express. The 
— are revolving, with high backs, so arr that they 
the inclined at any desired angle by means of a lever under 
is seat, which can be reached by the occupant’s hand. There 
as rt for the feet anda cushion for the head, so that 
one’s seat becomes an easy matter. The car exhib- 

end of Ta arrangement for ventilation, by opening the upper 


Whole window, where a wire screen sifts out the dust, the 
°pening being above the level of the head. There are 
b-basins at cac end, as in «ther Pullman cars, and the 


is fitted in the luxurious aud costly manne. characteris- 


tic of this company. One of the cars is to be attached to the 
day express on the re Central between Detroit & Chi- 

cago, with a charge of a dollar per chair for the 284 miles. It 
is reported that the Midland Railway, of England, which has 
for some time past had n sleeping cars, ordered 40 of 
these chair cars, which wili do very well for night as well as for 
day trains. They are very much lighter than the sleeping cars 
—an advantage which the public may not care much for, but 
= the railroad companies by this time know how to appre- 
ciate. 
i The Pullman shops in Detroit now give employment to about 

1,000 men, and the company has now a branch ye! at Derby, 
England. ’ It is said that the cars made at Detroit for the Mid- 
land Railway would have cost about $400 more than they did 
if made in England. 


Vose, Dinsmore & Oo. 

This well-known firm has recently sold out its general rail- 
road supply business to Messrs. L. G. Tillotson & Co., of No. 8 
Dey street, New York. Vose, Dinsmore & Co. will devote their 
whole time hereafter to the manufacture and sale of car springs, 
in which department they have already established so large a 
business and acquired so high a reputation. 


Ohecks Outside. 

The Los Angeles (Cal.) Star says: 

“They tella tough story abouta new baggage man on one 
of our local trains. He was told to ae up the trunks in a 2 
gage car, and be sure to hang the checks on the outside. The 

iteral-minded youth piled up the trunks, and then took off the 

checks, with the leather straps attached, and yy by up on 
the outside of the car. The baggage master at the depot was 
driven nearly frantic by the passengers per the Orizaba at- 
tempting to ideutify their boxes.” 


Long Wear of Tires. 


Mr. Wm. Fuller, General Master Mechanic of the Atlantic 
& Great Western Railroad, writes as follows under date of 


May 8: 

o As anitem of interest worth mentioning in connection 
with service of locomotive tires, I would say that we have just 
turned off a set of 5% feet Krupp tires for engine No. 108, 
which have run since fast turning 145,981 miles. The average 
wear of the tires was 25-128 inch; greatest wear of any one, 14 
inch; least wear, 5-32 inch.” 








OLD AND NEW ROADS. 


Michigan Oentral. 

Within the past six mouths 1,200 tons of steel rails have been 
Jaid on the main line and on the Air Line Division. All but 
25 miles of the main line is now laid with steel. 


Texas, Mississippi River & Northwestern. 

The long break made by high water in the Pine Bluff line 
has been repaired, and trains are running regularly again be- 
tween Chicot, Ark., and Pine Bluff. 


Waukon & Mississippi. 

Work has been begun on this narrow gauge road which is to 
run from Waukon, Ia., to the Chicago, Dubuque & Minnesota 
at Johnsport. 


Oairo & St. Louis. 

After the oo, of the road to Cairo, Payson & Co., the 
contractors, applied to the board of directors for the issue to 
them under the contract of $1,500,000 stock, in addition to 
$2,300,000 already held by them. Their claim was approved by 
the agent for the bondholders. The board voted to accept the 
road conditionally and to issue $1,000,000 stock, giving the con- 
tractors $3,300, in all. The whole amount authorized is 
$5,000,000, of which $500,000 is held back, and all or nearly all 
the rest belongs to the towns and counties which subscribed to 
the road. At the a annual meeting the contractors 
can elect their own board, and there is some uneasiness among 
the county stockholders in consequence. 


Fredericksburg & Gordonsville. 

A suit is now in progress between the old company, which 
came into possession of the road upon the failure of its suc- 
cessor, the Fredericksburg, Orange & Charlottesville Company, 
to complete it, and the bondholders, who claim possession of 
the ener. it has been argued recently in the Virginia Cir- 
cuit Court. 


Central, of New Jersey. 

Mr. E. G. Brown, of Elizabeth, N. J., has the contract for 
rebuilding the long ~ ‘. over Newark Bay, from Eliza- 
bethport to Bergen Point. e bridge, which is two miles 
long will be rebuilt in sections, so as not to interfere with 
traffic. y 


Burlington & Northwestern. 
A preliminary survey has been made of several lines from 
Burlington, Ia., to Winfield, about 32 miles. 


New York Ocntral & Hudson River. 


The Fourth avenue Improvement in New York is so far com- 
a that trains began to run over the new tracks their whole 
ength from the Grand Central depot at Forty-second street to 
the Harlem River June 21. 

The distance between the Harlem River and Forty-second 
street is about 444 miles. The work of sinking the track was 
begun in the Fall of 1872, the contract being awarded to 
Messrs. Dillon, Clyde & Co. for $6,395,070. The undertaking 
was under the supervision of a Board of Engineers consisting 
of I. C. Buckhout of the Harlem Railroad Company (who was 
also engineer of the Grand Central ae) as Superintendin, 
Engineer, with W. L. Dearborn as Resident Engineer and F. 8. 
Curtiss as Principal Assistant and four division assistants. The 
work has been carried on uninterruptedly until the present 
time, although Mr. Bueckhout died some months ago. 

The trains going out from the station at Forty-second street 
take the west track, and those arriving come in on the east 
track, thus making the trains pass to the left instead of to 
the right, as the law directs. Hence there is a necessity of the 
tracks crossing each other. This they do at Fifty-third street 
in the form of a letter X, und not by gradual eee. 
After leaving this place, the tracks soon run into the first tun- 
nel, which begins at Fifty-sixth street, and is of the kind known 
as “‘ beam” tunnels; that is, the roof is composed of flat iron 
beams, filled in with brick work. South of this tunnel the 
tracks are crossed-at the intersections of the streets with iron 
bridges, some of which are only for foot passengers, the ma- 
jority, however, being roadways for carriages as well. The 
first beam tunnel extends to a point a little south of Sixty- 
seventh street, where the arched-roof tunnel begins. e 
arch-roof tunnel extends a little beyond peter ep street. 
The old rock tunnel begins at Ninety-second street and extends 
to Ninety-fourth street, leading directly to the viaduct pater m. | 
the Harlem flats, which is 4,563 feet long. At its greates' 
height, which is at One Hundred and Fourth street, it is 31 
feet 1’ inch above the street grade. The viaduct is built on 

iles, of which 198,000 were driven in the soil until a hard bot- 
was reached. Midway between One Hundred and Fif- 
teenth and One Hundred and Sixteenth streets this viaduct 
ends and leads egain into an open cut, the land adjoining 
rapidly rising. This cut ex*ends through to the Harlem River. 


e tracks from Forty-second street to the Harlem River are 





—or will be when the work is completed—almost perfectly 
straight, Lut the grade through the various tunnels and cuts 





varies considerably. At Fifty-sixth street the tracks are 13 feet 
6 inches below the avenue grade, at Sixty-seventh street 25 feet 
below, and at Ninety-sixth street 27 feet below. 

Although at present only two tracks are laid, it is intended 
to have four tracks, For the additional tracks on each side of 
the main tunnels a smaller tunnel is built. When these tracks 
are completed, which, it is expected, will be in September next, 
local rapid transit trains are to be run, and it is anticipated 
that the trip between the Grand Central Station and Harlem 
will be made in eight minutes. The local trains will be run 
through the side tunnels. Station houses will be constructed 
at Fifty-ninth street, at Seventy-second street, Eighty-sixth 
street, One Hundred and Tenth and One Hundred an enty- 
fifth streets. 


Toledo, Peoria & Warsaw. 


The eye Hawkeye says: ‘The company is now using 
the track of the Burlington & Carthage road from Iowa station 
to the east end of the bridge for which it pays a heavy rental. 
The stockholders of the road have organized a company in 
New York city to build the new extension, and Receiver Hop- 
kins has been granted authority by the courts to lease the new 
road at a fair rental, to run the trains into this city. The 
route has already been surveyed, and the cost is estimated at 

80,000. The first few miles of the extension require but little 
grading—the last three or four miles, approaching the bridge, 
is the most expensive section. The road is to be built this 
year, and‘as the distance is about eight miles, the company 
will make a short job of it as soon as the work is once under 
headway.” 


New Jersey Midland. 

The Paterson Press says: ‘Under Receiver Hobart’s man- 
agement the finances of the New Jersey Midland Railway are 
steadily improving and the floating debt is being reduced. 
There are large accumulations of rentals due for leased linex 
engines and cars, besides $20,000 or $30,000 due for right of 
way, and it will take a long time tojliquidate all these arrear- 
ages of obligations. If it | were not for them, 
the road would not only pay ijs current expenses but a 
surplus as well. Mr. Hobart is siming to make the «m- 

loyees contented, by paying them with the utmost prompti- 
ude, and to satisfy the road’s patrons by giving them conveni- 
ent trains run on time. The roadbed has been greatly improved 
this season, and next month the gravel train will be put on, 
with 40 men, and the road ballasted, trestles filled in, ete.” 


Illinois Oentral. 

The Land Department reports for May sales of 1,227.79 acres 
construction lands for $9,308.80 ; 160 acres free lands for $2,056, 
and town lots for $200. The cash collected on land contracts 
was $14,185.09. 

The Traffic Department reports earnings for the month as 
follows : 





1875. 1874. Inc. or Dec. P.c. 
In Tllinois, 707 miles. $427,302 23 $499,557 59 Dec. .$62,255 36 125% 
In Iowa, 402 miles.... 147,461 90 121,455 28 Inc... 26,006 62 21% 


Total, 1,109 miles.$584,764 13 $621,012 87 Dec..$36,248 76 6% 


Utica, Ithaca & Elmira. 

The Ithaca Journal states that Cornell University trustees 
have withdrawn opposition to the designation of a line down 
the hill in Ithaca for this road. The route which has been set- 
tled upon is to run between the grove and the gymnasium 
building, crossing the university road on grade. Arrangements 
aay be at once perfected for the construction of the 
road, 


Fall River. 

In another week about allthe grading on this road will be 
qomeenee. The road-bed is now ready for ties and rails from its 
junction with the New Bedford RaiJroad towest of the new 
county road. 

At the crossing of Fresh River, in Dartmouth, there is to be 
a pile bridge 100 feet in length, which will be commenced as 
soon as the road-bed is completed to that place, over which a 
pile-driver and engine are to be taken. Track-laycrs are now 
at work putting down the rails. 


Gilman, Olinton & Springfield. 

A bill has been filed by Thomas A. Scott and H. J. Jewett, 
trustees, in the Bloomington (Il.) Circuit Court, asking that 
they may be putin possession of the road under the terms of 
the mor gage and that the mortgage be foreclosed. They also 
ask the Court to dispossess the receiver appointed by the 
McLean Circuit. 


Boston, Hartford & Ene. 

The Massachusetts Supreme Court has issued a final decree 
directing the transfer of the Boston, Hartford & Erie Railroad 
to the New York & New England Railroad Company. A simi- 
lar decree has been passed in the cause between the same 

arties in Connecticut, and a petition for the same has been 

led in the cause in Rhode Island. 


Georgia Railroad Taxation. 

The Georgia Supreme Court has reversed the decision of 
Judge Hopkins, of the Fulton Superior Court, in regard to tax- 
ing the Western & Atlantic Railroad, the Georgia Railroad, and 
the Augusta & Waynesboro Railroad, and holds that the roads 
are only liable to a tax of 14% percent. on the net earnings. 
The Court holds that the Central Railroud and the Southwestern 
Railroad must pay the tax levied, and sustains Judge Hopkins’ 
decision in regard to these roads. 


Northern Pacific. 


A general convention of bondholders has been called to meet 
in New York, June 30. 


Intercolonial. 

The work of changing the gauge of this road from 5 feet 6 
inches to 4 feet 894 inches was begun June 18, at daylight. It 
was expected to be complete by June 20. 


Nw York & Long Branch. 


The formal opening of this new road was to take place June 
25, when an excursion train carrying the President of the 
United States and other distinguished persons was to pass over 
the line. Regular trains will begin to run June 28. Work bas 
been begun on the depot at Long Branch, which is to be 175 
oe long ang to cost $20,000. The contractor is Mr. H.W. 

ilson. 

The junction with the Central of New Jersey at Elizabeth- 

rt, N. J., is 10% miles from Jersey City. The stations on 

he new line with the distances from Jersey City are: East Rah- 

way, 16.21 miles; Woodbridge, 19.11; Perth Amboy, 22.17, South 
Amboy, 24.10; Cheesequakes, 25.75; oye Holmdel, 
31; Middletown, 35.24; Red Bank, 39.06; anport, 41,42; 
Branchport, 43.69; Long Branch, 45.02. 


Union Pacific. 

The New York Tribune has published a list of stockholders 
taken from the company’s books, from which it appears that 
the 367,450 shares are held by 323 persons, of whom 12 hold 
over 5,000 shares, 33 between 5,000 and 1,000 and the remaining 
168 less than 1,000 and over 100, and 110 less than 100 shares 
each. As was to be expected with a stock so largely dealt in, 
very many of the shares stand in the name of bankers 
brokers. e holders of over 5.000 shares are: Oliver Ames, 
22.577 ; Ezra H. Baker, 9,254 ; Sidney Dillon, 26,620 ; Jay Gould, 
100,100 ; Samuel Hooper & Co., 6,952; Jameson, Smith & Cot- 
ting, 8,500 ; Edwards King, President, 5,000 ; Leonard, Sheldon 
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& Co., 8,510 ; 8. M. Mills & Co., 33,830; C. J. Osborn & Co., 23,- 
100; Royal E. Robbins, 5,500 ; E. Sweet & Co., 7,200. 


Breakwater & Frankford. 

The extension of five miles from the Delaware line near 
Selbyville southward to a junction with the Wicomico & Poco- 
moke road near Berlin, Md., is completed, and trains run 
through regularly from ya mate el., to Snow Hill, Md., 
the southern terminus of the Worcester Railroad. 


Paris & Danville. 

This road is now completed to the town of Robinson, in 
Crawford County, DL, which is 11 miles south by west from 
the last point noted (near a and 80 miles from the 
northern terminus at Paris. The road was completed June 10. 


Toledo, Wabash & Western. 

The Court has empowered the Receiver to keep separate ac- 
counts for the leased lines; to modify existing contracts for 
use of tracks, depots or bridges ; to defend suits begun prior to 
his appointment; to make arrangement to capitalize the rents 
due under the old contract with the Michigan Southern & 
Northern Indiana, and to pay rental due on cars owned by the 
Wabash Equipment Company. 

The trains of the Pekin Division began to run to Peoria June 
13. Two express passenger trains are run daily. 


Grafton & Southern. 


This projected er eh road is to run from the Balti- 
more & Ohio at Grafton, W. Va., southward. The surveys are 
completed to Phillippi, in Barbour County, and are being ex- 
tended to Beverley, in —— County. — It will run through 
a country rich in coal, iron and timber, and will serve the farm- 
ing sections of Tygart’s Valley, the Buckhannon Valley and the 
Middle Fork. 


Atlanta & Richmond Air Line. 

In the foreclosure suit of Wilmur and others in the United 
States District Court at Atlanta, recently, it was ordered that 
said case be referred to Julius M. Patton, as special master, 
who wiil examine and report upon the following matters: 

1. The number, character and description of the outstanding 
bonds of the defendant, the Atlanta & Richmond Air-Line 
Railway Company, the amount of interest due on the same, the 
names of their present holders, with the number and descrip- 
tion of the bonds held by each, and the deeds of trust, mort- 
gages, or other instruments by which any of said bonds are se- 
cured, 

2. The other liens or encumbrances existing, or claimed upon 
any of the property of said company, their amount, their valid- 
ity and their digmity in relation to each other and to those 
mentioned in the first paragraph of this order. Said master is 
empowered to take testimony by deposition, under commission, 
and orally, according to the practice of the court in equity 
cases; and for that purpose he is required to sit in Atlanta, 
Ga.; in Charlotte, N. C.; in Richmond, Va., and in the city of 
New York. 

In the same cause another order was taken, extending the 
time for taking testimony until September 1. 

Erie. 

Suit has been begun for the foreclosure of a second mortgage 
on the Buffalo, New York & Erie, now the Buffalo Division of 
this road. It appears that the principal of these bonds fell due 
in 1872, and that all but $32,000 of the bonds were exchanged 
for new consolidated bonds of the company. Mr. Wm. H. 
Willis, who owns $7,000 of the bonds, brings the suit, the trus- 
tee having lately died. 

The order made by the New York Supreme Court on applica- 
tion of the trustees under the fifth and supplemental mortgages 
and the consolidated mortgages of 1870 and 1874, directs that 
the authority of Hugh J. Jewett, to operate the road of the de- 
fendant, the Erie Railway Company, as Receiver of the same, 
be also possessed by him in this suit, and as Receiver under the 
mortgages mentioned in the complaint in this suit so far as 
the same affect the mortgaged property, rights or franchises 
therein mentioned. To # yeene in possession and keep in good 
condition and repair said road and property and_ protect title 
and that he pay the interest as it becomes due on bonds securec 
by mortgage prior to said fifth mortgage. That said Receiver 
file a bond (for faithful discharge of his duties) in the sum of 
$500,000, with sureties approved by a justice of the court. That 
as soon as practicable after entering upon the discharge of his 
duty, the Receiver tile an inventory under oath. 

The order then directs that the Receiver shall keep proper 
accounts as directed in the order emp J him Receiver of 

Pp 





the Erie Railway Company. That James C. Spencer be appoint- 
ed referee to pass his accounts from time to time. 


The Illinois Railroad Law. 

The test case brought against the Toledo, Wabash & Western 
Company in the Morgan Circuit Court at Bloomington, Il., 
has been on trial for several days past. After a long argument 
on both sides, the Judge decided that the schedule of rates 
io ared by the Railroad Commission should be allowed to go 

o the jury as evidence, as provided in the law. 


Richmond & Mecklenburg. 

This company was organized at Chase City, Va., June 5. The 
stockholders directed the board to apply to Richmond for aid, 
and to open correspondence with the Richmond & Danville 
Company. 


Grand Trunk. 


There are — of negotiations for a pooling arrangement 
and division of business with the Great Western. There are 
also rumors that the contest between the two companies is 
about to break out again. 


Farmer’s Union. 

Contracts for grading 12 miles of this road from Liscomb, Ia., 
eastward have been let. The contractors are: W. J. Edwards, 4 
miles; Wm. Goodrich, 2 miles; Wm, Boyer, 2 miles, and the bal- 
ance in short sections. Work on all is to be finished by August 
1, The bridge work has been let to Noyes & Hayden of Steam- 
boat Rock, Ia., and J. W. Tripp will furnish the ties. 


Chicago, Olinton & Western. 

The contractor is proceeding with the work on this road at a 
rapid rate. Tracklaying has been commenced and a construc- 
tion train has been set at work. 


Flint & Pere Marquette. 

The Detroit Tribune says: “On and after June 28 the passen- 
ger trains to Flint, Saginaw, etc., over the Flint & Pere Mar- 
quette Railroad will be run from and to Detroit over the Michi- 
gan Central Road to Wayne, instead of over the Detroit & Mil- 
waukee Railroad via Holly, as at present. All trains will then 
depart from and arrive at the Central depot. The trains will 
be made up separate and distinct from those of the Central, and 
will run through on regular time.” 


Alabama & Ohattanooga. 

A letter from Montgomery, Ala., states that J. C. Stanton has 
been appointed temporary Receiver of the road; that R. H. 
Smith, attorney of the bondholders, and J. 0. Stanton were 
appointed commissioners to settle the debts, claims and re- 
ceiver’s certificates, etc., and in case they cannot agree, Mr. 
Dodd is to be third commissioner. 


Hot Springs Branch. 
The Little Rock (Ark.) Gazette says: “The right of way of 
the Hot Springs Branch is cleared 14 miles, grade extends 9 





commence coming next week, locomotive will arrive July 1, 
trains will run the last of September.” 


Knoxville & Charleston. 


The bridge at Little River has been rebuilt and other repairs 
completed. After a long sus ension trains are again running 
regularly between Knoxville, Tenn., and Maryville. 


Lake Erie & Ohio River. 


This company has filed articles of incorporation with the | 
Secretary of State of Ohio. The capital stock is to be $250,000. | 
The proposed line is from Painesville, O., southward to Sten- | 
benville, through Lake, Geauga, Trumbull, Mahoning, Colum- | 
biana, Carroll and Jefferson counties. 


New York & Oanada. 


Daylight was let through the Port Henry tunnel, the last on 
the line, June 12. The work is proceeding rapidly. 


Rochester & State Line. 

The Common Council of Rochester has authorized an ex- 
change of bonds with this company, whenever a gm to 
be approved by the Council and the Mayor, shall be given for 
the completion of the road, within the time limited by the act. 
It is said that the Rome, Watertown & Ogdensburg Company 
is desirous of connecting its line with this road. This could be 
done by a branch six miles long from Charlotte, N. Y., to 
Rochester. 


Washington & Ohio. 

At a recent meeting in aid of this road the President stated 
that if parties would raise $20,000 the road would be put 
through to the Snickersville depot, and with $20,000 more to 
the summit of the Blue Ridge, in Clarke County. About $5,000 
of the bonds of the company were subscribed for at the meet- 
ing, and more is hoped for soon. The President stated that a 
recent survey had demonstrated that a line can be had over the 
Blue Ridge, at a grade of 200 feet,without increasing the length 
over the contemplated tunnel line, which must wait for better 
See and the certainty of reaching the great coal and iron 
fields. 


New Orleans, Mobile & Texas. 

The recent decision of the United States Circuit Court in the 
suit of Frank M. Ames, trustee, against 8. B. Cole and others, 
confirms the title of the road in the trustee. 

There is said to be a general feeling in New Orleans against 
accepting the proposition recently made for a reorganization of 
this company and the completion of its Texas line. The object 
now aimed at is a new and independent line. 


Illinois & 8t. Louis Bridge. 

At the new union depot in St. Louis 58 passenger trains now 
arrive and depart daily, of which 51 cross the bridge and seven 
are on the Atlantic & Pacific and Missouri Pacific roads, the 
only ones west of the river which use the new depot. 


Texas Western. 


Tracklaying has been begun at Houston, Tex., and the first 
section of ten miles will be finished in a short time. 


New Orleans Pacific. 

The movement in New Orleans for the completion of a railroad 
connection with Texas has taken form so far that a company has 
been organized under this name. The plans are not definitely 
settled as yet, but a road ona more northerly line than that 
formerly gocpeess and we to Dallas instead of Houston 
seems to be contemplated.. This company seems to be dis- 
tinct from the Louisiana Pacific, whose organization was re- 
cently noted, and which proposes to build a line to Shreveport. 


New York Elevated. 

This company will receive at its office, No. 7 Broadway, New 
York, until 2 p. m. of July 7, sealed proposals for the construc- 
tion of about 144 miles of single-track railroad, with two or 
more turnouts, extending from the northern terminus of the 
resent road at Thirty-sixth street to opposite Central Park at 
ixty-first street. The principle of the structure will be similar 
to that een of the company’s road recently constructed be- 
tween Thirty-fourth and Thirty-sixth streets. There will be six 
spans to each block, averaging about 36 feet, one over each 60- 
feet street of about 45 feet, and one over each 100-feet street of 
about 60 feet in length. The extreme lengths will not proba- 
bly exceed 40, 50 and 60 feet respectively. Calculations for the 
— of columns and girders must be based upon the extreme 
lengths—40, 50 and 60 feet. Special provisions to be made for 
spans of greater length, chee such be necessary. The spans 
will be made of uniform lengths so far as practicable. The 
company will put in the foundations and castings ready to 
receive the columns. 

The columns will be what is known as the “ cluster column,” 
composed of four wrought iron posts, I beam pattern, six 
inches in depth, flanges five inches broad, weight of each post for 
40 feet spans and under about 30 lbs. to the lineal foot; for spans 
longer than 40 feet, (the columns at the corners of the streets), 
about 40 lbs. to the lineal foot, properly proportioned to give 
the required weights, and connected together at suitable in- 
tervals in order to prevent vibration of the separate posts, and 
secure their combined strength. The posts constituting these 
columns will be set into cast iron sockets (furnished and 
~< in position by the Com any); extending two to three 

eet below the surface of the sidewalk, the spaces around which 
to be filled with suitable material by and at the expense of the 
contractor, The girders will be a combination of angle iron 
with ae web or open lattice, the angle iron to be 
strengthened when necessary with compression and tension 
plates. If made with plate web they will not exceed 20 inches 
in depth in front of the blocks, nor 25 inches over the streets, 
the latter brought in to 20 incheson the seat. If open lattice 
they may have a uniform depth of not exceeding 25 inches. 
The strength of the members to be proportioned to the length 
of the spans, based upon the extreme lengths as hereinfore 
mentioned. 

The bottom of the girders will in no case be less than 14 feet 
above the sidewalks and streets over which they are placed. 
Cross-braces will be inserted between the girders to prevent 
lateral motion, and the girders are to be properly secured to 
the seats over the columns. The columns, girders, and all 
other members are to be of the best refined wrought iron, 
capable of a tension resistance of 60,000 pounds to the square 
inch. No member to be subject to a greater strain than 8,000 
poem to the square inch, gross section. Calculations to be 

ased upona maximum rolling weight of 800 pounds to the lineal 
foot, moving at the rate of 30 miles 4 hour. Proposals will state 
the price per pound, which willinclude all the material and work- 
manship ior the structure complete in its place, and will cover 
the entire structure except the foundations mentioned and the 
track ee by which latter is meant the rails, wooden 
ties, and guards and their fastenings ; these will be furnished 
and on by the aon. The price per pound is to cover 
one mr coat of approved paint and color before being put in 
place. Parties may base their proposals upon a plan to be pre- 
ange by the Company, or plans of their own, by conforming to 
jhe requirements prescribed as to dimensions and strength. If 
based upon a plan of their own, which plan shall not in all re- 
— prove to be satisfactory to this Company, but the propos- 
al is in other respects acceptable, such proposal will not be pre- 
cluded, provided such m cations or changes are made in the 
plan as will be satisfactory to the Company. 


ber 1 next. 





miles, timber out for bridges and culverts 12 miles iron will 





jits interests, although not the lowest. 


Contracts are to be entered into and*the work commenced | resentatives fully understand the advantages whi 
immediately after the allotment, and to be completed by Octo- 


for the track superstructure continuously, so that the road ma 
be made available as the work progresses. The Company re- 
serves the right to let the work to such party or parties at its 
discretion, as under all the circumstances may seem to be to 
All other considera- 
tions being considered equal, however, the lowest offer will be 
accepted. Payments will be made monthly on estimates of the 
value of the work done and material in place complete, regery. 
ing 10 per cent. as security for the proper performance of the 
contract until the completion of the whole work, A Penalty 
will also be exacted for each day’s delay in the completion of 
the contract aiter the time agreed upon for such completion hag 
expired. 


Dividends, 


Dividends have been declared by the following companies : 
Rome, Watertown & Ogdensburg, 3 per cent., semi-annual 
payable July 15. ; 
Georgia, 4 per cent., payable July 15. 

North Carolina, 6 per cent. 

Old Colony, 3% per cent., semi-annual, payable July 1. 
Boston, Clinton & Fitchburg, 3 per cent., semi-annual, on the 
preferred stock, payable July 1. 

Philadelphia, Wilmington & Baltimore, 4 per cent., semi-an- 
nual, payable July 1. 

Illinois Central, 4 per cent., semi-annual, payable August 2, 
Lehigh Valley, 24% per cent., quarterly, payable July 15, 
Iowa Falls & Sioux City (leased by Dlinois Central), 124 per 
cent., payable July 1. 

Chicago, lowa & Nebraska (leased by Chicago & Northwest- 
ern), 4 per cent., payable July 1. 

Norwich & Worcester, 5 per cent., semi-annual, payable July 


_ 
> 


New London Northern, 2 per cent., quarterly, payable 
July 1. 


Chicago, Milwaukee & St. Paul. 

Mr. Julius Wadsworth, the new Vice-President, gives notice 
that the office of the company in New York has been removed to 
No. 68 William street, where transfers of stock will hereafter 
be made and coupons paid. 


Dakota Southern. 

A report that Mr. A. H. Morrison, formerly of the Chicago & 
Michigan Lake Shore, had bought a half interest in this road 
has been current, butis denied by Mr. C. G. Wicker, President, 


New Mail Route. 

Mail Service has been ordered over the Ashburnham Rail- 
road, from Ashburnham Depot to Ashburnham Center, Mass., 
234 miles. . 


The Railroad War. 

A conference was held in Philadelphia, June 19, between the 
agents of the Baltimore & Ohio and the Pennsylvania roads, 
when new freight rates were agreed upon. It is said that 
there will be no change in passenger fares, for a few days at 
least. 

Later reports are that freight rates will not be increased to 
anything like the old figures. It is also said that the Michigan 
Central and the New York Central have interposed strong ob- 
jections to an increase of the fare from Chicago to New York to 
$22, which was proposed, and will not consent to anything over 
$20. The passenger rates still continue unchanged. 

The new tariff from Baltimore and Philadelphia on special 
class (sugar, coffee, salt, etc.) freight are: To Chicago, 18 cents 
per 100 Ibs. ; Cincinnati, 15; Indianapolis, 17; Louisville, 12; 
St. Louis, 28. The recent rates were: Chicago, 12 cents per 
100 Ibs. ; Cincinnati, 12; Indianapolis, 15; Louisville, 20; St. 
Louis, 20. 


Ohicago, Dubuque & Minnesota. 

A meeting of the bondholders of this Company and the 
Chicago, Clinton & Dubuque will be held at the Parker House, 
Boston, June 29, at 11a. m. The report of the Committee of 
Investigation will then be presented and a full attendanceis 
desired. 


Meetings. 

The following companies will hold their annual meetings at 
the times and places given: 

Erie, at the office in New York, July 13, at 10 a. m. 

Gilbert Elevated, at the office, No. 149 Broadway, New York, 
July 7, at 12 noon. 


Verniont Oentral. 

As was expected, the foreclosure sale under the second mort- 

gage, which was to have taken place June 22, bas been post- 
oned until August 31, by which time it is hoped that the 

Jnited States Circuit Court will have reached a decision in the 

cases pending before it. 


Keokuk & Des Moines. 

The new line which this company is building from Buena 
Vista, In., to Vincennes is about 12 miles long and avoids the 
high grades on the old line. The new line follows the Des 
Moines River pretty closely for nearly the whole distance, and 
does not rise out of the valley at all, while the old road climbs 
up the bluff near Keokuk and then descends into the valley 
again. The new line has some heavy earth cutting and filing, 
including one cut 600 feet long and 66 feet deep. There are 17 
ile bridges and one iron bridge of 120 feet span, at Sugar Creek. 
Mr. Tim Ford, of Keokuk, has the contract for the whole work, 
and has sub-let a portion of the grading. Mr. P. H, Butter- 
field is contractor for the pile bridging. The work is being 
pushed forward steadily. 


Savannah & Charleston. 
The South Carolina Supreme Court has set aside the decree 
of the Circuit Court on appeal, and has ordered that the road 
be put in possession of the Comptroller General of the State. 
This act will not affect the standing of the creditors, but it 
put an end to the proposed sale of the road for $1,500,000, 
which was authorized by the Circuit Court. This action 3s 
taken under the law of 1869. Comptroller General Dunn will 
continue to operate the road and it isunderstood that. Col. J. 
P. Low, of Columbia, will have immediate charge as his — 
That portion of the road which lies in Georgia has been 
seized under an execution for $50,000, and will be sold at Sher- 
iff’s sale July 6, unless some arrangement is made. 8 
thought that the case will be appealed to the Supreme Court. 


Mexican Railroad Projects. 

The Trait d’ Union, dated at the city of Mexico May 30, says 
that within the previous two weeks Congress ‘had passed itp 
— of the budget relative to granting subsidies to caper 2 

ines, concerning railroads, as likewise an addition with rele 
ence to an excise duty as subsidy to the project for @ er 
from Vera Cruz to Zamorana; and a supplementary eo 
—- to be devoted to the Philadelphia international exh! 
ion. 

The contract made by the Minister of Public Works “= 
construction of a railroad from Guaymas to the Arizona - 
tier was ratified. On the 17th, the Committee on Indus sb 
ported fayorably the contract made with Edward Lee for 
representing the International Railroad Company, Fy a 
the construction of a railroad from Leon to the Rio @ Union 
On the 29th, Congress was to consider it, and the 7 rait ot 
says that it ‘will be approved without any doubt for 0 

ch Me —_ 


to the country from this great line of communication, 





The material, as fast as prepared, to be put in| important ofall.” A supplementary note says that the contract 
place, commencing at Thirty-sixth eueoh and Anished ready was approved by a vote’ Of 116 to 13, This journal says thet 
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Mexico, with such a road, can easily supply the whole United 
States with sugar and coffee, in competition with Cuba and 
Brazil; while the railroad connection would make it possible 
to prevent the pillaging on the Mexican border which now fre- 
quently threatens to disturb the peace of the two countries. 

A project is talked of for a railroad from Jalapa to Coatepec, 
which produces coffee, sugar and cattle. 


* The Executive asks Congress to approve a contract which it 


has made with Jose Esperon & Co., for the construction of a 
railroad from a point on the Mexico & Vera Cruz line to Oajaca. 

The railroad from Vera Cruz to Jalapa is almost completed. 
The rails are laid to San Jose from Vera Cruz. ils have ar- 
rived for a line between Vera Cruz and Zamorana. 
Ohester & Lenoir. 

The arrangement made with Mr. George W. Melton, of Ches- 
ter, to complete this road from Yorkville, 8. C., to Dallas, N. 
C., has fallen through, owing to some differences as to the 
details of the contract. 

North Oarolina. 

The change of gauge, from 4 ft. 8% in. to 5 ft., of the section 
from Greensboro to Goldsboro, has been completed. The 
whole road, from Charlotte to Goldsboro, is now of 5 feet 
gauge. , 

The Green Line Railroad War. 

The Executive Committee of the Green Line met in Atlanta, 
June 9, and after transacting the usual business appointed a 
committee of three to investigate the causes of the difference 
with the St. Louis & Southeastern road. The committee is to 


report to the next meeting, at Atlanta, Ga., July 2. This ac- Beach 


tioa was taken at the request of the board of directors of the 
Georgia Railroad Company. 
Pacific, of Missouri. 

The Supreme Court of the United States has given its deci- 
sion in the suit brought to enjoin the collection of the taxes 
assessed upon this company for 1869. The decision was against 
the company, the Court holding that the provisions of the char- 
ter did not exempt the company, and that an alteration in the 
manner of assessment did not constitute any such alteration of 
the charter as would make a breach of contract. Further, the 
wording of the charter did not necessarily imply, as claimed by 
the company, the exemption of the property from all taxes ex- 
cept the State tax. Such a construction would be a harsh and 
forced one, and would not be favored. 


Walla Walla & Columbia River. 


Regular trains are now running from the Columbia River 
terminus at Wallula to the Touchet Station, and the road is in 
running order to a point about 11 miles from Walla Walla, W. 
T., and 19 miles from the Columbia. The road appears to be 
in course of reconstruction or rebuilding. It was originally, we 
believe, laid with old-fashioned strap rails. 


Virginia City & Umatilla. 

Two lincs have been surveyed from Virginia City, Nev., to 
Reno, one by Washoe and Steamboat valleys, the other by hed 
Canon Creek. Both are said to be practicable, and both are 


about 30 miles long, or 21 miles shorter than the existing line, 
the Virginia & Truckee road. 


European & North American. 


This company, which has been known to be in embarrassed 
circumstances for some time past, has gee payment. A 
full statement of its condition, assets and liabilities is being 
prepared, and will be submitted to the creditors at a meeting 
which will be called shortly. 

The company was formed alittle more than a year ago by 
the consolidation of the European & North American Company, 
of Maine, and the New Brunswick company of the same name. 
Itowns a somewhat circuitous line from Bangor, Me., eastward 
to St. John, N. B., 205 miles, and it works under lease the 
Bangor & Piscataquis road, from Oldtown to Abbott, 5444 miles, 
and the Bucksport & Bangor road, from Bangor to Bucksport, 
18% miles. It was completed in 1871, after many difficulties 
and delays, and forms the connecting link between the Maine 
roads and the railroad svstem of the maritime provinces. The 
company has been carrving, ever since the completion of the 
road, a heavy floating debt, and, though no reports have been 
made, it is believed that the earnings have been too light to 
leave any surplus for its reduction. By the latest reports, which 
are not very recent, the bonded debt was $5,000,000, besides 
#72),000 Bangor & Piscataquis bonds assumed. . 


Rockford, Rock Island & St. Louis. 

The Receiver reports to the United States Circuit Court net 
earnings in May of $4,340.13, which added to the balance of 
$32,495.93, on hand May 1, leaves a balance of $36,836.06 on 
hand June 1. 

Mr. Ferry further reports that, by the accumulation of joint 
earnings with the Chicago, Rock Island & Pacific Railroad, he 
has now to his credit with that company an amount sufficient 
to pay the track rental due it for July, September and October 
last. This he asks to be allowed to pay, and to credit it on his 
books. He has also, in pursuance of the order of Court, de- 
Oe with the clerk $20,739.23 to satisfy the decree in favor of 

.H. Porter for his balance and interest due on cars. Mr. 
Ferry winds up by asking the Court to allow him to appropriate 
$1,000 for his services for the month of May. 

in the United States Ciremt Court, June17, was delivered an 
re on the exceptions to the master’s report in the case of 
the Union Trust Company, of New York, against this road. 
The objections to the master’s report were in the main over- 
tuled, and the Court held that the mortgage of 1868 was a secu- 
tity for the first issue of bonds on all the road north of a point 
on the main line as ultimately constructed, due east from Bur- 

ton, and that this mortgage constituted a lien on the prop- 
for the payment of aid bonds. Also, that the last mort- 
Sage of 1868, given for the security of all the bonds issued, cov- 
ered the first issue as well as the second, and therefore gave the 
holders a double security. 
e Court also held that as there had been a partial payment 
‘© some of the bondholders under contracts made after the 
date of the mortgages, by which it was proposed that all the 
issued should be scaled down so as to make the sum total 
of the indebtedness much less than the ee amount ; that 
4s those contracts had never been completely carried out by 
onsent of all the bondholders, and as some of them had 
Fecelved a small portion of their debt, that those who did not 
t to such deduction on their bonds, and which circum- 
hee prevented the consummation of the contracts, should 
deta nO worse position as to their claim — the assets of the 
ndant than those who had been partially paid. That where 
*2 indebtedness of the company had been paid in the usual 
— of business, or by suit, that circumstance did not pre 
nt the parties obtaining such payment, if they had other 
vithe against the company, from standing upon an equality 
other creditors in the same position as themselves. 


The Boston Journal of recent date says: ‘ 
. y ys: ‘‘Many improve- 
por have been made by the Eastern Railroad Company dur- 
© past few weeks, and more are contemplated, A decided 
wibrovement has been made at the terminal p mae in this city, 
internal,” resents almost an entirely different appearance 
which ythan it did a month ago. The smoke and sont 
the went securnulated for years has been wholly remov 
Whitenod, the woodwork pinned, and the ladies’ 
en's rooms renovated and frescoed. The platforms and 


Attention ot in and adjoining the cont hhave’ also received | tha 


repairs having been made and all dirt swept up and 





removed. The offices of the company, up stairs, have been 
newly and tastily rearranged, and each official now occupies a 
separate apartment. my) oe ty eh ee oe 


‘Work of repairing Oyster bridge over Mystic river, just east 


of the long bridge, has oing on for several weeks, and 
when everything is completed the bridge will be substantially 
@ new one. 


“The management of the road intend name ed put on a 
freight train, which will leave Boston for Lynn daily via the 
Saugus Branch, and will return by the same route in the even- 
ing. This _— will prove a great convenience to residents 
along this Branch, and to facilitate the purpose, side tracks 
will be laid at all the large depots. 

“In connection with the Saugus Branch the depot recentl, 
erected by real estate owners, between Sa’ Centre an 
Cliftondale stations, and christened ‘ Pleasant , Was yes- 
terday presented to the Eastern Railroad, the deed of the prop- 
erty accompanying the presentation. e A will prove 
very acceptable to the railroad, and trains will stop here as 
soon as the new time table goes into effect. 

‘The Hall electric signals governing the running of trains 
between Boston and Salem are working at present in a satis- 
factory manner, and the management of the road has the 
fullest confidence in their success.” 


Long Branch & Sea Girt. 


A company by this name has filed its articles of association 
with the Secretary of State of New Jersey. The road is to be 
about five miles long, and will be an extension of the New York 
& Long Branch road from the last named place through Ocean 

and Ocean Grove to Sea Girt. The capital stock is to be 
$100,000, and the corporators are J. Taylor Johnston, James 
Johnston, Samuel Knox, Henry 8. Little and ss 
who are all connected with the New York & Long neh, or 
the Central of New Jersey. 





ANNUAL REPORTS. 





South Carolina, 
This company owns and operates the following lines : 

; Miles, 

Charleston, 8. C., to Augusta, Ga............ see 187 
Branchville, 8. C., to Columbia. 68 
Kingsville, 8. C., to Camden... 






The equipment with which this road is worked consists of 41 
engines ; 23 first and 26 second class passenger cars ; 399 box, 
14 stock and 117 platform cars. Two freight and one shifting 
engines are under contract ; four of the old ten-wheel engines 
are fit only for shifting work. 

The capital account is as follows : 


Stock (S94,067 Mer walle) .o ccs ccccccccecccccececccccscs +» $65,819,275 00 
Bonded debt ($18,633 per mile)...........see00 ceeeeece 4,509,089 91 
Floating debt ($5,474 per mile)...........seeeee8 oe soos 1,824,811 15 


Total ($48,154 per mile).........cecccccesscccscsces $11,653,176 06 
The main items of the floating debt are $1,127,866 bills pay- 
able, $70,000 special bills payable, on account of Greenville & 
Columbia loan, and $95,069 fare tickets, which cir- 
culate as currency. The bonded debt hasbeen re- 
duced $302,555.56 and bills payable have been increased 
$144,149.12. The company holds steamship stocks which cost 
$278,447.07, and railroad stocks and bonds costing $297,795, a 
total of $576,242.07. 


The operations for the year ending December 381 were as 
follows: 
1874. 1873. Inc. or Dec. P. 


+c. 
From passengers. $226,016 06 $246,756 26 Dec.. $20,740 20 84 
Freight .......... 1,121,779 95 1,221,239 6% Dec.. 99,459 8.1 
BRED 3 dc ccccccces 18,176 10 23,020 00 Dec.. 4,843 90 21.0 





Total earnings. $1,365,972 11 











$1,491,015 89 Dec, $125,048 78 84 
Operat’g expenses 850,515 42 914,550 57 Dec.. 64038515 7.0 
Net earnings... $515,456 69 $576,455 32 Doe - $61,008 63 106 
Inciden’l income. 1,529 29 2,210 70) Dee.. 681 41 30.8 
T’l netincome. $516,985 98 $578,676 02 Dee... $91,690 04 10.7 
Interest account. 414,761 18 417,117 81 Dec... 356 0.8 
Balance........ $103,224 80 $161,558 21 Dec.. $58,333 41 30.1 
Gr’ss earn. p. mile 5,644 51 6,153 00 Dec.. 508 494 
Net = = 2,129 99 2,382 00 Dec . 252 01 10. 
Per ct. of expenses 62.26 61.34 Inc., 0.92 16 
The work done was as follows : 
1874. 1873. 
Train mileage........cccecccosccccccsseses 857,270 897,530 
Passengers COFTIO, ..000cccccvcccccoccecce 171,118 188,607 
Tons freight moved........+.e000+ ea esenon 270,278 204,784 


Of the passengers carried 56,293 were through and 165,195 


local. ‘The quantity of the leading articles of freight received 
at Charleston was : 


1874 1873, Inc. or Dec. P.c. 
Bales cotton,..........+. 343,786 328,904 Inc. .14,882 45 
Barrels flour...........++ 72,659 52,057 Inc., .20,602 89.6 
Bushels grain............ 218,427 143,319 = Inc...75,108 62.4 
Bales domestics......... + 25,294 28,024 Dec.. 2,730 9.7 
Barrels naval stores...... 48,956 60,381 Dec.. 1,425 2.8 
Head live stock.......... 12,597 14,417 Dec.. 1,820 12.6 


There was a decrease in the receipts of cotton over the Au- 
gusta Division and a large increase from the Columbia and 
Camden divisions. 

The average receipt per ton of freight was 64.15: cost, $2.36; 
net receipt, $1.79. Of the total earnings 8.13 per cent. was 
from west-bound and 8.42 from east-bound passengers; 34.25 

r cent. from west-bound and 47.87 per cent. from east-bound 

reight, and 1.33 for mails. The cost of engine service (exclud- 
ing wages) was 14.23 cents per mile against 12.75 cents in 1873. 
ng the year the rebuilding of the long trestle across the 
Congaree swamp has been completed. The Y tracks at Camden, 
Kingsville and Aiken have been removed and turntables put in. 
There were used in oe of track 1,222 tons of rails, 71,100 
— of spikes, 42, ine and 83,705 cypress ties and 42 
gs. There are several parts of the road where the rails have 
been in use 10 and 12 years, and are ing unserviceable; 
there will probably be needed 2,000 tons of rails during the 
coming year. 

In ing attention to the very large proportion of local to 
through freight, the President’s report says: 

“And the most gratifying feature of the view we are present- 
ing is, that of the large proportion of local business shown in 
com; m of t b our own lines and our own 
be my Apnea 80 great a share. 

“In review of the statements, it has been matter of much 
interest to observe that of the en 
road, $1,121,779.95, the large 
542.31, is furnished by pointe practicall 


y within our own con- 
trol; and, not less, to note that the business derived from the 
Greenville & Co! 


y lumbia Railroad exceeds that done with the 
Georgia Railroad, and the entire system of connections west of 
Augusta in the large sum of ee 62. 

“These are facts which should be cause of satisfaction and 
encouragement to the Company, as indications that a large 
on of the businessis comparatively free from the 
ous effects to be apprehended from the reckless manage- 
ment of competing lines, whose frantic efforts to secure a share 
Soe ee resulted in a for 

business, to figures barely covering cont 
tion. To develop and encourage the situation 7 alee 


e freight earnings of the 
amounting to $883,- 








presenting to you, has been the policy of the board to the ut- 
mostextent of their ability since the war, and it is 
only owing to their want of means, that their favorite idea 
of connecting with the South Carolina Railroad as a 
trunk, all the interior roads of the State, has only been par- 
tially accomplished. From what has been sho’ t is readily 
seen, that such a combination including, with the Greenville, 
the Laurens, the Spartanburg & Union, and the Charlotte & 
Columbia Roads, would render us entirely in dent of out- 
side connections, the effort to obtain whose ess entails 
expenses quite incommensurate with its value, and in a great 
measure relieve us from fluctuations of revenue inseparable 
from the reckless manner in which competition for our business 
at distant points is conducted—so conducted during a consider- 
able portion of the business year, as to have forced rates of 
transportati®n upon leading articles down to mere cost of 
movement.” 
Baltimore & Potomac. 

This company owns a line from Baltimore to Washington, 43 
miles, and a branch from Bowie, Md., 26 miles from Baltimore, 


southward to the Potomac at Pope’s Creek, 49 miles, 
92 miles in all. 


The property is represented by the following securities: 








Stock ($38,076 per mile)............. eecceese Cocccccccccccecs $3,508,000 
Firat mortgage Donds............cccceeccscccccsesecsessees 000, 
* sad Gummel BomAs..ccccccccccccccccsccccces sees 1,500,000 
Second mortgage income bonds.............+++ oe secevcceoss 1,133,000 
Total bonds ($61,228 per mile)..............0. ee $5,683,000 
Total ($99,304 por mile).........cseeseesseeceeseeeeceees $9,130,000 


The very high cost of the road is due largely to the tunnel 

and other expensive works by which an cacenes into Balti- 

more and a connection with the Northern Central and Union 

roads is secured. The bonds are guaranteed by the Pennsyl- 

vania and Northern Central companies. 
The equipment consists of 25 engines; 45 passenger and 10 

baggage cars; 100 box, 50 stock and 116 gondola cars; one tool 
r. 


oar. 

Repairs of road during the last year required 27.2 tons steel 
and 130.66 tons of iron rails and 3,001 new ties. A contract has 
been made for 20,000 ties for the current year. 


For the year ending December 31 the operations are reported 
as follows: 





1874. 18738. Inc.orDec. P.c. 

Earnings...... .....-$615,415 36 $381,536 73 Inc. $233,878 63 61.3 
Expenses..........+. 484,908 46 381,466 80 Inc, 103,441 66 27.1 
Net earnings..... $130,506 90 $69 93 Inc. $130,436 97 .... 
Gross earn.permile. 6,689 30 4,147 14 Inc... 2,542 16 61.3 
Net. earn, @.. 1,418 56 076 Inc... 1,417 80 .... 
Per cent. 0! nses, 78.79 99.98 Dec.. "1.19 21.2 


The net earnings last year were 2.3 oe cent. on the bonded 
debt. The earnings and expenses for 1874 were divided between 
the two lines as follows: 


Net. earn. or Earn. p. Perc. 


Earnings. Expenses.  doticit. mile. ofexps. 
Washington Line. $574,822 32 $440,032 50 $134,789 82 $13,368 76.55 
Pope's Creek Line. 40,593 04 44,875 96 4,282 828 110.55 





Total..........$615,415 36 $484,908 36 $130,505 90 $6,689 75.70 
The business done was as follows: 


1874. 1873, Increase. P.c. 
Passengers carried...........+++ 783,623 629,377 154,246 25 
Tons freight hauled............. 161,314 87,305 74,009 84.8 


The great bulk of the business is t h traffic over the 
Washington line. There is comparatively little way traffic on 
that line, and that of the Pope’s Creek line is very small. 

The President’s report says: ‘The great and steady increase 
in the business of the road since its opening will be seen from 
the following statement of total earnings: 1872, from May, 
when it first commenced transportation, $137,554.97; 1873, 
$381,536.78 ; 1874, $615,415.36. 

“The returns for May cannot = be furnished but for the 
four months ending April 30 last, the gross earnings over same 
period last year are $8,469.64, * * 

“Tt will be observed that the Pope’s Creek line has been 
operated at a loss. This 1s owing to the failure of crops of all 
kinds in Southern Maryland since the opening of the road, which 
passes its entire length through a _ purely agri- 
cultural and sparsely settled country. It is believ 
however, that with a more rosperous agricul- 
tural production, and the increased facilities recently given to 
encourage the smal] industries, and the cultivation of fruits 
and vegetables, for which the soil and climate of Southern 
Maryland is so admirably adapted, that this part of the road 
will also soon be made to Bay a profit. A contemplated line of 
steamers from Pope’s Creek, to accommodate which a wharf 
would have to be erected there, and a ferry line from the opposite 
Virginia shore which the wharf would invite, will add to this, 

“The contract recently entered into with the Western Mary- 
land, Northern Central and Union, by which the former com- 
pany obtains the use of our tunnel at rates it can well afford to 
pay, and remunerative to us, and access to tidewater at Canton, 
with the great improvements there about to be made by the 
Northern Central and Canton a largely increase not 
only our tunnel receipts, but will attract freightage along the 
whole lines of both , seeking shipment at Canton, and is 
of the utmost importance, not only to those interested in the 
roads, but to the commercial business of Baltimore. From the 
articles of coal, ore and iron alone, which the Western Mary- 
land has been debarred transportation of by its remote depot 
facilities in Baltimore, our tunnel receipts must necessarily be 
very largely incr 

“A very strong effort is contemeiete’ by the tobacco planters 
of the three counties of Southern Maryland, through which our 
road runs, to obtain the building of the recently-burned tobacco 
warehouses at Canton, that their tobacco, by oo handling directly 
through the tunnel, may escape drayage and double 
both to the warehouses for inspection and from them for ship- 
ment, thus saving largely in expenses to both producer and 


hi 4 
2 othe contemplated line of steamers from Canton must also 
add largely to the volume of our business.” 
—_—————s—__ 
The New York & Canada Railroad. 


The following description of the heavy work on this road is 
condensed from an article in the Plattsburgh (N. Y.) Herald: 


As the great work of cons a railroad along the western 
Peat etee shores rf. yg ; oe com: 
stu} ous na 0! e e8 
reat. On the whole line, from tehall to the mouth of the 


less pit; at Putnam 

series of very heavy rock cu 
and on ee Tose jest bel 
rock wor en just below 
work in cutting through the rocks, and for four miles 

Henry is an almost continuous side cut 

wall of rock which forms the shore, commencing wi 
tunnel just north of the old furnace in the village. 
miles takes us to Mullen Brook, where the soil is again 
and from which t for 21 miles the work is 
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found, so old railroad men say, one of the hardest seven-mile 
sections ever encounterei by a railroad company on this 
Continent. 

As the line approaches the head of the Bay from the south a 
series of minor rock cuts are encountered, which, however, af- 
ford but a slight foretaste of what is to come, and then sud- 
denly it strikes a huge mass of rock, which, however, is passed 
by a heavy thorough cut, flanked on cither hand by side cute. 

en, coming north, a shelving rock is reached, from the foot 
of which at the water’s edge a wall 250 feet long has been car- 
ried up thirty feet as a foundation for a ‘“‘side fill.” Then comes 
another side cut, then a lateral fissure into the mountain, 
across which is a deep fill, composed entirely of rocks from the 
side cut below and another heavy one just above. This brings 
us to the famous red rocks, so named from the stained appear. 
ance of their surface when viewed from the water. * * 
Along the side of the red rocks is a cut 600 feet lofig, and right 
here has been the most difficult portion of the line to build. 
The first blow was struck at this point July 25, 1873. In order 
to get an idea of the appearance of this place, imagine a 
nearly perpendicular wall of rock 600 feet long and rising sheer 
from the very edge of the lake toa —— of about 180 feet. 
* * * Halfway up this cliff, or about 90 feet from the edge 
of the water, was where the track of the New York & Canada 
Railroad must be laid if it was laid at all, for back of the cliff 
the mountain rose.to much greater height. At the foot of this 
_ came the‘waters of Willsboro Bay, and to give an 
dea of the shape of the rock below the water it is only neces- 
to state that 100 feet from the shore the water was found 
to be 210 feet deep. Well, the work was commenced a year 
ago last July haif way up this cliff, and continued through that 
season, but during the winter of 1873-4, owing to the failure of 
a contractor, work was suspended, to be renewed the following 
spring, and now this wonderful shelf is nearly completed. 

In eye eg this work the most extraordinary difficulties 
have been met with and overcome. At one point the face of 
the cliff curved inward, and across this point it was contem- 

lated to make a side fill for a portion of the roadbed, and 
us save some hard blows. So hundreds of tons of rocks were 
dumped off the precipice into the water until the pile emerged 
from the surface of the water and began to creep hopefully up 
the cliff, when er it sank down into the water and dis- 
appeared in the mysterious depths below, probably having slid 
down the submarine slope—no! knows how many hundred 
feet. So this plan had to be abandoned, for the risk of a rail- 
road train sliding down this steep place on an insecure road- 
bed could not be assumed on _ consideration. Then the line 
was changed so as to bring the track 18 feet further into the 
mountain at this point. In changing this line it became neces- 
sary to go to the top of the cliff again and take off another slice 
18 feet an Sie in rye Nee! at one point four holes were 
drilled in a line 18 feet back from the face of the cliff, and 14 
feet deep. The distance between these holes was 15 feet each, 
thus the whole distance spanned | 45 feet. These holes 
were then charged lightly with nitro-glycerine and the charges 
exploded simultaneously. This made a slight crack in the 
rock. Then it was charged several times in succession in the 
same manner until finally a crack 30 feet deep and 100 feet 
long was made. * * * [nto this crack, 100 feet long and 30 
feet deep, was then poured 30 kegs of blasting powder, and on 
the 5th of February, 1874, the charge was fired, and when it 
exploded the whole face of the rock—over 2,000 cubic yards— 
went overboard! All Essex County shook when that charge 
went off, and over the water at Burlington a oes there 
was an earthquake. This is not the heaviest charge that has 
been fired on the line, but it probably did the best execution. 

Passing on to the northward of the Red Rock cut, another lat- 
eral fissure into the mountain is reached, across which a fill is be- 
ingmade—the material being of courses, fragments of rocks, 
and jest north of that we come suddenly to the tunnel. 

A huge spur of the mountain projects so far forward here 
that in running the line there was no possibility of going 
around it by means of a cut, without making a shorter curve 
than is allowed on this road, and so there was no alternative 
but tomake atunnel. The southern entrance to this tunnel is 
very abrupt, and as 9 pass over the deep rock fill you are 
suddenly confronted by a dark opening in a cliff of almost pure 
feldspar 60 feet —_ 

Passing out at the north end of the tunnel, we soon afterward 
abandoned the line of the track and climbed over the hill by a 
foot ~ to the office, which is situated near Higby’s Gorge— 
a natural almost as wonderful as the Ausable Chasm itself. 
* * * The walls of this gorge are 100 fect high by actual 
measurement, and the track is to cross it on an iron bridge the 
bi of which will be 160 feet. Still further to the northward 
about two miles, is another very heavy rock cut, the deepest 
thorough cut on the whole section, it being 68 feet deep. This 
seven miles is on the south end of what is known as section 
No.7, the sections being numbered from Whitehall. This 
section No. 7 extends from near the head of Willsboro Bay to 
the Ausable River, No. 8 from Willsboro Bay to Mullen Brook, 
and No. 5 from Mullen Brook to Port Henry. 

The contractors on this section No7 are John Cameron from 
near the head of Willsboro Bay 234 miles north, including the 
Red Rocks, to the south end of the tunnel; Rogers & Kelly have 
the next e-quarters of a mile including the tunnel; next 
comes Phili 1% miles; then comes another job of Rogers 
& Kelly’s. this seven miles are only 25,000 yards of earth 
work, and over 300,000 yards of rock work, and the bed of the 
track willrest upon solid rock more than nine-tenths of the 
whole distance. 

The heavy rock work on this entire section is now more than 
three-quarters done and the prospect is good for a through 
train between New York and Montreal via Whitehall, Wills- 
boro Tunnel and Plattsburgh by October, 1875. The contract on 
section No. 8 between Ausable River and Plattsburgh has been 
letto Mr Doty, who, it is understood, will push the work 
through with the greatest possible vigor the stone 
for many of the culverts being already on the ground. But the 
work on this section is comparatively light; the whole amount 
of earth work to be done being far less than that contained in 
a single fill at Port Douglass. We understand that a locomo- 
tive is to be put upon the track at Port Kent for a construction 
train, and that from this point the track will be laid both north 
and south. The rock work around ‘Trembleau Mountain is all 
done, and it is expected that Mr. McDonnell will have his con- 
tract finished, from the southern extremity of the Trembleau 
Mountain cutting to the Wickham Marsh north of Port 
Kent by July. 


— 
Train Accidents in May. 








On the afternoon of the 1st, the engine of an express train on 
the Utica Division of the Delaware, Lackawanna & Western 
road broke a crank pin when the train was near Norwich, N. Y. 
Both heads of the cylinder were knocked out, the cross head 
was broken, other damage was done to the machinery. 
The train was delayed some time. 
On the afternoon of the 1st, a passenger train on the Georgia 
perwant was thrown from the track and upset at Rutledge, Ga., 
ya 
Near noon on the 4th, an east-bound mixed train on the Gal- 
veston, Harrisburg & San Antonio road ran over a horse near 
Alleytown, Tex., and six cars were thrown from the track and 
down a high bank. The cars were wrecked and a brakeman 


y hurt. 
On the 4th, as a train on the Junction & Breakwater road was 
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app-oaching the in Lewes, Del. 
manageable, ran in the engine house, ed the doora 


and was badly broken against the frame of the water tank. 
an ean was completely wrecked and the house much dam- 
aged. 

On the afternoon of the 4th, three cars of a freight train on 
the Cairo & St. Louis road ran off the track near Alto, Il 
blocking the road some hours. 

On the 5th, a car of a passenger train on the Gulf, Western 
Texas & Pacific road was thrown from the track and upset near 
Cuero, Tex., and the conductor was very badly hurt. ‘ 

On the 5th, a way freight train on the Prairie du Chien Divi- 
sion of the Chicago, Milwaukee & St. Paul road was thrown 
from the track near Waukesha, Wis., by a broken axle, and 11 
cars, mostly loaded with wheat, were badly wrecked, blocking 
the road some time. 

On the morning of the 7th, a passenger train on the Grand 
Trunk Railway was thrown from the track by the spreading of 
the rails near West Milan, N. H. Six cars left the track, and 
one, the baggage car, went down the bank and was badly 
toca Six persons were hurt and the road blocked five 
hours. 

On the morning of the 7th, a south-bound passenger train on 
the New Orleans, St. Louis & Chicago road ran over a cow near 
Grenada, Miss., and the engine, tender and baggage car went 
down a bank 25 feet high, all of them being badly wrecked. 
The engineman, fireman, express messenger and baggage mas- 
ter were badly hurt. ‘ 

On the 7th, a freight train on the European & North Ameri- 
can a was thrown from the track and several cars were dam- 
aged, 

Very early on the morning of the 8th, a south-bound passen- 
yer train on the Belmont line of the St. Louis, Iron Mountain 

Southern road was thrown from the track near Diehlstadt, 
Mo., and the engine and several cars were wrecked. The acci- 
dent is said to have been caused by the washing out of the 
road-bed. 

On the 8th, a wooden chute used for sliding stone over the 
track of the Allegheny Valley road, near Franklin, Pa., was 
blown down by the wind, and a passenger train coming up soon 
after, the engine was thrown from the track by the timbers 
which had fallen on the road. 

On the morning of the 9th, on the Central Pacific road, near 
Lucin, Utah, there was a butting collision between two freight 
trains, by which three engines and 25 cars were wrecked, a 
brakeman killed and a conductor badly hurt. 

On the night of the 10th, eight cars of a freight train on the 
Vermont. & Massachusetts road were thrown from the track 
near Gardner, Mass., and some of them badly broken. 

Early on the morning of the 11th, a Pennsylvania engine ran 
into some New Jersey Midland freight cars at the Greene street 
crossing in Jersey City. Several of the cars were badly broken 
and a man was seriously hurt. 

On the 11th, a freight train on the Cairo, Arkansas & Texas 
Division of the St. Louis, Iron Mountain & Southern road was 
thrown from the track at St. Francis, Mo., and several] cars 
badly wrecked. The accident was caused by a washout. 

On the afternoon of the 12th, the engine of a train on the 
Wilmington & Weldon road was thrown from the track near 
Halifax, N. C., by a broken axle, delaying the train some time. 

On the afternoon of the 12th, nine cars of a way freight train 
on the European & North American road were thrown from the 
track by a low frog at Orono, Me., and some of the cars were 
completely wrecked. 

On the evening of the 12th, a train on the Southwest Penn- 
sylvania road ran over a cow near Connellsville, Pa., and the 
engine was thrown from the track and down a bank, killing the 
enguneneen and fireman and wrecking the engine. 

In the evening of the 13th, the engine of an express train on 
the Detroit, Lansing & Lake Michigan road was thrown from 
the track at Ionia, Mich., by a misplaced switch. The fireman 
was badly hurt and the train delayed three hours, 

On the afternoon of the 14th, on the Vermont & Canada 
road, at North Georgia, Vt., three cars of a freight train ran off 
the track at a defective frog, blocking the road some time. 

On the night of the 14th, the engine and five cars of a freight 
train on the Jeffersonville, Madison & Indianapolis road were 
thrown from the track near Jeffersonville, Ind., and badly 
broken, blocking the track several hours. 

On the 15th, as a Toledo, Peoria & Warsaw freight train was 
running down the levee at Keokuk, Ia., a flat car loaded with 
rails jumped the track at a defective frog and was upset. 

On the night of the 15th, some cars of a north-bound passen- 
ger train on the Arkansas Division of the St. Louis, Iron Moun- 
tain & Southern road were thrown from the track near Poplar 
Bluff, Mo., where the road-bed had been partially washed out. 

The conductor took the engine, which had passed over safely, 
and went forward for help, But a few minutes afterwards the 
engine jumped from the track and into the water at a point 
where the overflowed waters of Black River had completely 
washed away the road-bed. 

On the night of the 16th, an engine on the Jacksonville, Pen- 
sacola & Mobile road ran into another which was standing on a 
siding at Madison, Flu., damaging both of them considerably. 
The accident was caused by a misplaced switch. 

On the 18th, a freight train on the Central Pacific road ran 
into the rear of a passenger train which was standing at Sum- 
mit, Cal., qrmeeging an engine and several cars. The accident 
was caused oy the brakes failing to hold the freight. 

On the night of the 18th, the engine of a train on the Mobile 
& Ohio road was thrown from the track near Okatibbee, Miss., 
by a pile of cord-wood which had been put on the track for that 
purpose. 

vou early on the morning of the 19th, an oil train on the 
Low Grade Division of the Allegheny Valley road was thrown 
from the track and wrecked near Reynoldsville, Pa. While the 
wrecking party were engaged in clearing the track shortly after 
one of the oil tanks explo ed, injuring 11 men. 

On the evening of the 19th, near Des Moines, Ia., on the Des 
Moines & Fort Dodge road, a train ran into some colts, which 
had strayed upon the track and tried to cross a trestle bridge. 
The engine was thrown from the track. 

On the morning of the 20th, as a passenger train on the Louis- 
ville, Cincinnati & Lexington road was near Carrollton, Ky., the 
rear truck of the tender broke and let the tunk down on the track. 
In this condition it was dragged across a trestle bridge and just 
as it reached the bank it jumped from the track, dragging three 
cars after it, one of which broke loose and rolled down a bank 
12 feet high. One passenger was seriously hurt and several 
slightly bruised. 

On the morning of the 20th, asa New Jersey Midland train 
was entering the Pennsylvania depot in Jersey City, the engine 
jumped the track and ran into the stone platform, damaging 
itse comely. 

On the 20th, a freight train on the Central Pacific road ran off 
the track near Carlin, Ney., wrecking 28 cars and injuring three 
train-men. 

On the night of the 20th, a freight train on the Missouri, Kan- 
sas & Texas road ran into a culvert that had been washed out 
by a freshet. The engine and 10 cars went into the ditch and 
some of them were badly wrecked. 

On the morning of the 21st, the mail and baggage cars of a train 
on the Great Western road took fire when the train was near 
Paris, Ont., and were entirely consumed, with all the mails which 
were on board. 

On the afternoon of the 21st, the boiler of an engine on the 
Boston & Albany road exploded while the engine was standing 
at Pittsfield, Mass. A rent.about two feet long was torn in the 
side of the boiler, anditis said that the plate showed an old 
crack. The engine was an old one. 

On the night of the 2ist, aspecial train of the Richmond & 
Danville road ran off the track near South Boston, Va. Three 
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cars were wrecked and five men injured. The accident was 
caused by a broken rail. 

On the morning of the 22d, as a passenger train on the Keo- 
kuk & Des Moines road was about six miles from Keokuk, Ia,, it 
ran into a tree which had fallen near the track, knocking out 
nearly the whole side of a car and damaging it badly. 

On the evening of the 22d, the oa of a train on the Cen- 
tral Railroad of New Jersey ran off the track in Elizabeth, N, J ’ 
at a misplaced switch. 

On the night of the 22d, a freight train on the Southeaste 
Railroad was thrown from the track near Richford, Vt., by tke 
spreading of the rails, which is said to have resulted from the 
expansion of the rails by the sun. The engine and five cars 
went into the ditch. 

On the 23d, a construction train on the Buffalo & Jamestown 
road ran over a cow near North Collins, N. Y., and three flat 
cars were thrown from the track and badly broken. 

On the morning of the 24th, the engine and baggage car of a 
train on the Chicago, Rock Island & Pacific road were throyn 
from the track at Moline, Til, by a misplaced switch, and the 
engine upset and was badly damaged. The switch is said to 
have been purposely set wrong. 

On the 24th, eight cars of a train on the Atlantic & Gulf road 
were thrown from the track near Jasper, Fla., blocking the road 
some time. 

On the 24th, as a way freight train on the Port Royal Railroad 
was near Allendale, 8S. C., a pole car ran off the track, went 
into the ditch and was badly roken uP, fatally ues the 
Section-master and another man and hurting three track hands 
less seriously. The accident appears to have been caused by 
broken wheel. 

On the afternoon of the 24th, the engine and one passenger 
car of a train on the Baltimore & Potomac road were thrown 
from the track by a misplaced switch near Lafayette, Md. 

Near midnight on the 24th, five cars of a freight train on the 
Michigan Central ran off the track at Comstock, Mich., and 
some of them were badly broken, blocking the track 10 hours, 

On the 27th, a lot of coal cars which were being switched in 
the Delaware, Lackawanna & Western yard in Utica, N. Y., were 
thrown from the track by a misplaced switch and ran into some 
cars standing on another track, wrecking several. 

On the 28th, a train of coal cars og ed the track of the Dela- 
ware, Lackawanna & Western road in Utica, N. Y., and ran into 
the end of a barn, knocking down one side of it. 

Near noon on the 29th, ten cars of a freight train on the 
Quincy, Alton & St. Louis road were thrown from the track 
near Bluff Hall, Iil., by a large stone which fell from a fiat car. 
A brakeman was injured and the track blocked 12 hours. 

About 9 o’clock on the evening of the 30th, as a freight train 
on the Chicago & Iowa road was running between Oregon and 
Daysville, Il., an old car broke in two, and with five others was 
thrown from the track. 

On the morning of the 31st, a mixed train on the Chicago & 
Lake Huron Road broke in two near Attica, Mich., and short] 
afterwards the rear part raninto the forward, wrecking severa 
cars and injuring seven passengers, none of them very badly. 

On the sfternoon of the 3ist, on the Northeastern Railroad, 
near Charleston, 8. C., there was a butting collision between 
two freight trains, by which a car was badly broken. 

On the afternoon of the 3i1st, a train on the Southern Minne- 
sota was thrown from the track near Rushford, Minn., bya 
broken rail, wrecking several cars and injuring the conductor 
and two passengers seriously. 

On the night of the 3ist, a gravel train on the Delaware, 
Lackawanna & Western road was thrown from the track at Pe- 
quest Furnace, N. J., by a piece of iron which had been put 
across the rail at a switch and tightly wedged down, evidentl 
for the purpose of wrecking a train. One man was killed an 
five others hurt. 


This is a total of 54 accidents, whereby six persons were 
killed and 43 wounded. Four accidents caused the death of 
one or more persons, twelve caused injury but not death, while 
88, or 70 per cent. of the whole number caused no injury sufti- 
ciently serious to be recorded. 

These accidents may be classified as to their nature and 


causes as follows : 

COLLISIONS : 
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DERAILMENTS : 
Unexplained... 
Misplaced switc 
Washout... ... 
Cattle on track. 
Defective frog.... 
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Broken axle ° 
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Accidental obstruction............ese00 

Malicious obstruction 
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Boiler explosion........... 
Car burned while runnin, 
Broken crank pin........ 
Running into fallen tree 





One collision was caused by the failure of brakes, one by # 
misplaced switch, and one bya train breaking in two. Eighteen 
accidents were caused by defects or failures of roads or equip- 
ment, to which, probably, most of the unexplained derailmente 
could be added. The number of misplaced switches is larger 
than it should be, indicating too much carelessness in that re 
spect. 

The number ot accidents is very small, smaller, indeed, than 
has been recorded for many months. Either the railroads are 
being more carefully worked, or the accidents are notr 
or mentioned. Perhaps both causes contribute to the result, As 
compared with May of last year there is a decrease of 95 acci- 
dents, or 38 per cent.; a decrease of 13, or 68 per cent., in the 
number killed, and of 8, or 16 per cent., in the number 
wounded. : 

For the year ending with May the record is as follows: 





No. of accidents. Killed. ‘Ia i 
83 22 104 

20 
16 " 
97 106 
16 4 
13 4 
12 3 
swell Hf 196 
March 17 ® 
A 9 8 
May. ete. | eee ee: SN 54 6 ib 
ei pr 984 

ONO... .cibddilines<ssasesnautaess 1,124 179 
onbat eee . 19 
The averages per day for the month are 1.74 accidents, rs 

killed and 1.39 injured; for the year they are 3,08 accidents, 





killed and 2.70 injured, 
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KELLOGG & MATRICE, 
OFFICE AND WORKS: ATHENS, PA. 








Iron and Wooden Bridges, Roofs, Turn-tables, Ete. 


4, H, COFRODE. 











J. H. SCHAEFFER. F. H. SAYLOR. 


J. H. COFRODE & CO., 
Engineers and Bridge Builders, 


DESIGN AND CONSTRUCT IRON, WOODEN AND COMBINATION BRIDGE 
AND ROOF TRUSSES, &c., 
OFFICE: 


No. 530 Walnut Street, Philac'elphia. 


“TODD'S PATENT COUPLING, 
FOR FREIGHT CARS. 


Firet.—It is self-coupling; perte:tly simple; requires ro pins; always sure, and couples readily 
with any car having the ordinary drawbar. 

SEconD.--The expense is but a tr fle more than the ordinary coupling, and will be saved in pins and 
links alone in a very short time, there being a link always ready for use, without liability of being lost 
or stolen. 

Turrp.—The saving of time is also a great consideration, as the engineer alone can couple a train o 
cars in much less time than with the aid of two or three men with the ordinary coupling. 

FourtH.—There is no going between the cars to shackle or unshackle; it is entirely safe, always 
ready, always sure, To companies desirous of testing the cou ling, one or more will be furnished gratu 
itously, for trial. 

THe Boston & ALBpany RatLRoap Co., after a thorough trial, being satisfied of its utility, have 
purchased the right for their road, and we are permitted to refer to them, 

For further information respecting it, address 


WILLIAMS, PACE & CO., 
Boston. 








National Locomotive & Machine Works. 
DAWSON & BAILY, 


MANUFACTURERS OF 


LOCOMOTIVES. 


NARROW-GAUGE LOCOMOTIVES A SPECIALTY. 
OFFICE AND WORKS AT CONNELLSVILLE PENN. 








MORRIS TASKER & COMPANY, 


PASCAL IRON WORKS, PHILADELPHIA, 


TASKER IRON WORKS. NEWCASTLE. DEL. 
MANUFACTURERS OF 


laj-Welded American Charcoal Iron Boiler Tubes. 


Wrought-Iron Tubes and Fittings of Every Descrivtion, 
FOR GAS, STEAM, WATER AND OIL. 


Steam and Gas Fitters Supplies, Machinery for Coal Gas Works, etc., etc. 
Sole Manufacturers of 


Vulcanized Rubber-Coated Iron "Tubes, 


A subetitute for lead and galvanized iron tubes for the conveyance of water. 


Office and Warehouse, No. 15 Gold St.,. New York. 


PORTER, BELL & CO. 





EXCLUSIVE t 
SPECIALTY 


LIGHT LOCOMOTIVES, 


For Mines, Furnaces, Contractors’ Use, and other Special Service ;falso Light and Heavy Styles of Narrow- 
Gauge Passenger and Freight. 


Office, No. 5 Monongahela House, | 
Works, A. V. RB. BR. ard 50th 8t., 


PITTSBURGH, PENN. 


“BROOKS LOCOMOTIVE WORKS, 


DUNKIRKE, N. Y. 





Orders Solicited for Locomotives Adapted for Everv Cless of 
Railway Service. 
M. L. HINMAN, Sxo'y & Treas. H. G. BROOKS, Paes’r & Sur'r 


ROGERS LOCOMOTIVE AND MACHINE WORKS. 


Paterson, New Jersey, 














Having extensive facilities, are now prepared to furnish promptly, of the best and most approved 
description, eather COAL OR WOOD BURNING 


Locomotive Fngmes, and other Varieties of Railroad Machinery. 


J. 8. ROGERS, President. THOS. ROG ERS, Treas., 


R. 8. HUGHES, Secretary.} Pareuson, &. ». 
WM. 8. HUDSON, Supt. 44 Exchange Place, New York. 





LOCOMOTIVE ENGINE SAFETY TRUCK CO. 


OF NEW YORK. 





Letters Patent granted to Levi Bissell, Aug. 4, 1857, Nouv. 2, 1868 (ex 


Propeotue of the followi . 
tended Nov. 2, 1872); A. W. Smith, Feb. 11, 1862; D. RB, Pratt, Oct. 16, 1860; W. 8. Hudson, April 5, 
and May 10, 1864. 

oo DRAWINGS FURNISHED AND LICENSES GRANTED ON APPLICATION. 


A. F. SMITH, President. M, F. MOORE, Seo'y and Agent, 





OFFIOE AND WAREHOUSE, NO. 36 OLIVER ST., BOSTON. 


ALBERT BRIDGES, Treaa. No. 46/OCortlandt st.4N. ¥. 
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RHODE ISLAND LOCOMOTIVE WORKS, 
i abo eet PROVIDENCE, RHODE ISLAND. E. P. MASON. 
President. Treasurer, 


B. W. HEAT.EY. 
Sup’t and 


Gen’l Manager. 






W. H. FENNER, 


Secretarv and 








Ass’t Treasurer, 

















HINKLEY ————— 4 


Tt 





439 ALBANY - STREET, BOSTON, 


LOCOMOTIVE ENGINES AND TENDERS, 


BOILERS AND TANKS, | 


Gun Metal and Common Iron Oastings, Brass and Composition 
Castings. 


LOCOMOTIVES AND BOILERS REPAIRED. 


on Bt m nutacturers of the “HINKLEY PATENT BOILER.” All orders will be executed with 


ADAMS AYER, Pres’t, FF. L. BULLARD, Treas. A. L. LEAOH, Bap't. 


Schenectady Locomotive Works, 











SCHENECTADY, N. Y. 


JOHN 0. ELLIS, Pres. OHAS. G. ELLIS Treas. WALTER McGUERS, Supt. 


DANFORTH LOCOMOTIVE AND MACHINE CO. 








al Sree 1 





JOHN COOKE, Present. 
A.J. BIXBY, Ges'y ond Trees Treasurer” | PATERAON, N. J. 


JAMES COOKE, — New York eee: 52 Wall 8t. 


EN, AGENT. 





BALDWIN. LOCOMOTIVE WORKS. 








BURNHAM, PARRY, WILLIAMS & 00,, Philadelohia, 
LOCOMOTIVE ‘ENGINES. 


Especially Adapted to Every Var iety of Railroad Service, including 
Mining Engines and Locomotives for Narrow-Gauge Railways. 
All work accurately fitted to gauges, and thoroughly interchangeable. Plan, Materials, Work- 
manship, Finish and Efficiency fuily guaranteed. 
GEO. BURNHAM. CHAS. T. PARRY. 
EDWARD m. WILLIAMS. _EDW. LONGS TRETH. 


WM. P. HENSZEY. 
JOHN H. _CONVERSE. 





PITTSBURGH LOCOMOTIVE & 


PITTSBURGH, PA. 





MANUFACTURERS 
LOCOMOTIVE ENGINES FOR BROAD OR NARROW GAUGE ROADS. 
From standard designs, or according to specifications, to suit purchasers. 


Tanks, Locomotive or Stationary Boilers furnished at Short Notice. 
D. A. — Pres’t. J. A. Duran, Sup’t. Witson MILUER, Sec. and Treas, 


Taunton Locomotive M anufacturing ( ‘Oy 


JMU \, 





HARRISON TWEED, Treas. 


[ESTABLISHED IN 1846.} 


TAUNTON, MASS. 


P. I. PERRIN, Supt. 














MASON MACHINE ° WORKS. 


TAUNTON, MASS. 





WM. H. BENT, Treas. FRED’K. MASON, Agent. 


BUILDERS OF ALL KINDS OF 
LOCOMOTIVES, 
INCLUDING DOUBLE-TRUCK LOCOMOTIVES FOR WIDE OR NARROW-GAUGE RAILROADS. 
4180 ALL KINDS OF OOTTON MACHINERY. 





Manchester Locomotive Works, 















MAINUFACTURERS OF LOCOMOTIVE ENGINES 


ache = accurately fitted licates and ranteed of best mate 
rately to gauges. All parts duplica om ‘oo BURNHAM, 
WM. G. MEANS, Treas., Poet, 


manship. 
ARETAS BLOOD, Agent, Manchester,:N. H. 
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